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This story is dedicated to all
employees of District IX, past and
present. They are the ones who have
taken unto themselves the admonition
of the Prophet Isaiah to ¥Make
Straight in the Desert a Highway.®



CONSTRUCTION OVERLOOKING FPANANMINT VALLEY



INTRODUCTION

Late in February of 1951, some five months after
I took over the pleasant duties as District Engineer nt
Bishep, 1 had occasion to attend a meeting of the Lioms Club
a1t Lone Pine as the guest of Howard Ellis. During the course
of the meeting Howard suggested that I come again and give a
talk before the club on the early highway history of the ares.

Fearful that he meant what he said I immediately
set about to learn a little of this past history for myself.
Prior to coming to Bishop on October 1, 1950, I had never set
foot in the land embraced by the limits of District IX and
knew absolutely nothing of the history and traditions of this
beautiful country. What a shock I received in my search for
data. There was nothing a2vailable in any readable form. Most
all of the old records were destroyed. Someone suggested that
because of a fire in the Fresno office in 1926 all of the old
records were completely lost. A search of the pump house and
delving into the back of the boiler room produced a scanty few
disconnected fragments of records. Nothing to really sink
your teeth into and find a substantial morsel.

Tiell we knew that things went on in the gocd old
days. The Division of Highways biennial reports told us that
much. So we wrote letters to those whom we knew or were told
had prominent hands in the early pie. We received a splendid
response to our letters together with a lot of data. Letters
from J. B. Woodson, C. C. Boyer, Dwight Wonacott, Spence
Lowden, Pres Fite, Eddie Carter and Dick Badger were lengthy
and full of meat. Some -of..the dates they guoted were off
slightly but with what else we had the correct dates slipped
into place in a hurry. Dick Badger even mede a trip to Bishop
to subscribe his help. The word was out that we wanted data
and my how it poured:iin. HNow we had more than would logically
make a 20 minute speech but these data were too valuable to
throw away or to store up and thus become eligible for building
material for Bishop mice.

To write the Story of District IX in the form of a
book looked like a very formidable task, which it was, but it
early becazme evident that by the very fact of writing down
what went on and when, I was getting a personal insight into
the highway happerings that could scarcely be obtained in
years of just reading or having someone tell me about it.

It has already paid dividends in the administrative work.
Already one speech has been given cn early highway history
but alas, not yet before the Lone Pine Lions Club.



The Chalfant Press at Bishop, through the back
issues of the Inyo Register, has aided immensely in getting
forth the actual background for so much that was done and
in supplying dates to fit in with other information.
Publisher Todd Watkins was extremely cooperative. Dorothy
Sherwin Vellom did the newspeper research and because of
her intimete knowledge of the country and the people my
task was mede so much easier. Martha Sangster McFarland
who is probably the Staff employee with the longest District
career supplied meny a vital bit of information as did
Glenn Compton. Art Hess supplied some of the photos.

Just enough informetion was abstracted foom
Division of Highways biennial reports to tie together the
Statewide picture with the highway happenings in District IX.
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THE STORY OF DISTRICT IX
BOOK ONE
EL CAMINO SIERRA

State Highway District No. IX was born on October 11,
1923, The highways within the limits of District IX were,
however, no swaddling infants then as they, for the most part,
were a portion of the original Stzate highway system as laid out
in the latter part of the year 1911. For nearly 12 years the
highways of District IX were fathered and nurtured by the engi-
neers of District VI in Fresno who were first charged with t he
responsibilities of the State highways in the Inyo~-Mono regiom.

Fhile the peoples of the land east of the Sierras
are not as numerous as those elsewhere in California, these
inhabitants of the ®Land of Little Rain® are just as intense,
just as steadfast of purpose and just as civic and highway
minded =5 their brethren in the more populated areas,

The main traveled way in Inyo-Mono is now designated
28 U.S. 395 and is the economic life line of this area. U.Se
395, also colorfully termed the Three Flags Highway, traverses
the United States from the south in Mexico to a northerly
terminal in Canada. The Owens Valley and the Mono Mountains
1ie athwart of this Royal Road to Romance. There are no rail-
roads in Mono County. Inyo County was never adequately
serviced by the combination broad and narrow gauge railroad.

From the earliest times this area had only its trails
for transportation. The early miners, the cattlemen, the
soldiers and the Indiang traveled up and down the valleys,
passes and hillsides and in time a path was beaten azlong the
shortest routes between the many settlements that existed before
the turn of the century. Widening out of these paths for wagon
use caused the first roads to come into beinge.

These dirt roeds were adequate for wagon traffic.
High centers of gravity, large wheels, and generally slow speed
provided no particular cause for complaint if the roads were
nerrow or had high ridges between the wheel tracks. DNever-the-
less a persistent barrier To wagon traffic existed in these
days in the formidable Sherwin Hill located in Mono County just
over the line from Inyo County and 2t the northerly end of the
Owens Valley. £ road was actually constructed by J. L. C.
Sherwin over the hill which bears his name and toll was charged
for the right to travel o¥er this new road. 4&s a road for
wagons it was adequate and at least did provide for a means of"
transporting goods from one county to the other.
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With the advent of the 20th Century came the automobile.
As the horseless carriages became numericelly prominent so did
the agitetion for good rozds become prominent. The old narrow,
. dusty in summer, muddy in winter, high centered, rutted roads
just would not provide a suitable platform for the new gasoline
runabouts. = =

Charscteristically the people of California started in
to do something about this problem rather than talk about it or
to bemoan the situation. In the Legislative session of 1909 =n
act was passed calling for a hond issue of $18,000,000 for the
purpose of acquiring and constructing a State Highway System.
Geovernor Gillette signed this act and it went to the people of
the State of Californis for ratification at the general election
of November 1910.

The die was now cast and it was up to the people them-
selves to decide whether or not they wanted good roads.

The people east of the Sierras were not long in meking
up their minds just what they wanted. On April 20, 1910 the
Inyo Good Road Club was formelly launched. The meeting convened
in the Bishop Town Trustees' room and proceeded to elect the
following officers: -

President DPr. G. P. Doyle

Vice Presidents L. C. Hall- Bishop
E. H., Edwards- Lone Pine
Dr. C. E. Turner- Big Pine

Recording Secreivary F. M. Hess
Corresponding Secretary .~ W. Gillette Scott
Treasurer M. Q. Watterson
Consulting Engineers A. M. Strong

w. H. Leffingwell
B. E. Sherwin

Honoreary membersiips were tendered to Governor Gillette,
State Engineer N. Ellery, Surveyor General W. S. Kingsbury;
&. A. Hubbard, President Los Angeles Board of Public Works;
L. P. Lowe, President California Auto Association; A. C. Brigegs
end Kirke Simpson, Manager and Editor of Pecific Motor Magazine.

At the time of its organization this club had 62
energetic and sctive members on its roll. The avowed purposes
of the clud included the building and meintenence of a first
cless thoroughfare across the desert to the south to the town
of Mojeve and to secure for this area a share of the State's
$18,000,000 fund should it be voted.

Corresponding Secretary W. Gillette Scott was publicelly
credited with the formation of the general plen of the Inyo Good
Roezd Club and is further the suthor of the name "El Camino Sierra®™
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which was then applied to the proposed highway running north
and south from Mo jave on the south through Little Lake, Olancha,
Lone Pine, Independence, Big Pine, Bishop, Leevining and
Bricdgeport to the connection with the Sonora Pass road on the
north.

To show that their interest in rcads was genuine the
citizens of Big Pine and Bishop spent several days improving
the 15 miles between these centers of population. Their activ-
ities were recorded in the April 28, 1910 issue of the Inyo
Register under the heading ®Road Fixing® - i

"Some of Big Pine's energetic citizens have made 2
marked improvement in the road between that place and Bishop.
Their holidays have been spent in autoing in this direction and
clearing the road of stones for almost half the distance.

3 similar expedition left Bishop Sunday and toiled
all day on the highway just for fun. W. W. Watterson's Mitchell
end U. G. Smith's Buick cars were met by John Kispert in his
Ford machine. The whole turnout included U. G. Smith, Dr. Turner,
J. H. Kispert, F. M. Hess, Dr. McQueen, J. H. Bulpitt, ¥m. Eva,
Cley Hampton, Otto Wise, W. G. Scott, and G. D. Jenkins.
P. ?. Keough supplied a2 bountiful lunch for the party. Consid-
erable improvement was made by removal of boulders and obstructions
midway between here and Big Pine.™

As a consequence of his being tendered an Honorary
Membership in the Inyo Good Roed Club, Governor Gilletté
responded to the Club with the following letter:

"] have watched with great interest the action taken
by the people in one county for good roads and I want to
compliment them for so doing.

"The question of good roads is one of the most important
thaet our State now has before it and I know of no state that
would be more benefited than our own by a system of splendid
highways. 1 am pleased to note the public spirit of your citiszens
and I wish you success. As the rest of the counties fgll in line,
California will soon be able to boast of the finest highways in
the United States.

Please extend my thanks to your club for the honor which
it hes conferred upon me and assure them of my best wishes for
their success.®

All throughout the summer of 1910 the campaign for the
Highway Bonds was waged with intense enthusiasm., Sensing
perhaps a little more than normal interest in this area by the
Governor, he was invited to appear in Inyo County by the Good
Roazd Club to dedicate the proposed E1 Camino Sierra. In order
———
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to make the invitetion carry sufficient weight the Governor

was also asked to be present at the Railroad Day Celebration.
The Governor accepted these invitations and promised to attend.
Yowever, the railroad was not completed so that the final spike
driving ceremony could be held thus postponing that part of the
celebration until a later date.

Thus it was that Governor Gillette visited Inyo County
and became the first governor of California to set foot in this
portion of the Golden State. He arrived by special train at
Mo jave on August 30 and, accompanied by proper pomp and
circumstance, was taken by motor caravan to the city of Lone
Pine for the night.

The Governor was presented with a genuine key of
massive proportions signifying the Freedom of the Owens Valley.
This key was more than a foot long. The end of the handle was
a horseshoe of good luck while the open end was closed by a
representation of the pinnacles of Mt., Whitney with Inyo's
golden sun surmounting the pinnacles. From the key's shank
hung a silver plate shaped like the Good Road Club's emblem of
a hunting horn enclosed in a circle. On this plate the date
and occasion were suitably engraved.

It was noted that amongst the favors, gifts and
entertainment features showered upon the Governor and his party
a liveral supply of watermelons had been provided.

On the following day the most significant event of
the Governor's trip took place. This occurred at the Fred
Eaton poultry ranch a few miles south of Big Pine. This ranch
had often been described zs the *greatest poultry farm in the
United States.® Mr. Eaton had personally built a wide stretch
of model road running for about 1-1/4 miles in front of his
ranch.,.

The old road ran west of his ranch along the edge of
the rocks. Jess Chance, now a prominent Inyo County Hereford
breeder, tells of how, =2s a young man, he spent many long hours
pulling up and hauling away alfelfa roots in order to build
this stretech of road.

On the occasion of this dey's gathering a metal
placque was to be unveiled to mark the fact of the first work
done on El Camino Sierra. Governor Gillette ceremoniously loosed
the flag which concealed the marker and in solemn proclamation
proclaimed this highway to be "El Camino Sierra.”

The metal sign bore an appropriate inscription and was
set on a monument of ore containing over 100 specimens of ore
which were donated by Big Pine miners.

T
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CAMINQ SIERRA
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GOVERNOR
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UNDER: AUSPICES
INYO GOOD ROAD CLUB

S/7e orBegrriririg o
£/ CAVMIINO S/ERRA

Loa7or Rorich
Souvtt of Brg Frire
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An official photograph of this gathering was taken
at this historic location by a member of the Governor's party.
This photograph was presented to the Inyo Good Road Club by
Governor Gillette who in turn had it suitably framed and hung
the picture in the most prominent position in the Board of
Supervisors' room at the Court House in Independence.

The road as built by Fred Eaton is clearly shown in
the photo and was indeed a wide stretch of model road.

At the dedicatory banquet held in Bishop that evering
Doctor Doyle, President of the Inyo Good Road Club, paid high
tribute to the Governor and went on to say that it was a red
letter day in the history of Inyo; it was rediscovered that
day, for the first time in local history a Governor of the
State had shown sufficient interest to visit the county and
the improvements ahead of us would be great indeed.

El Camino Sierra is az name beautifully expressive.
Literelly translated it means "high roazd range of the mountains,®
a liberall rendition of which is "mounta2in highway.® Perhaps
because the highway south of Bishop 18 more desert than
mountain accounts for the fact that this beautiful original
neme has fallen to disuse.

At the general elcctlon of November 1910 the highway
bonds just barely carried the State showing that at that time
the people of California were just a2 lititle on the fence, not
exactly sure of what it was they wanted. This, however, was
the lest time that such indecision was to face the California
voter and motorist. The vote in Los Angeles County =alone was
3 to 1 against the bonds! In Inyo County there were 442 votes
for and 118 votes against the bonds while in Mono County the
vote count was 84 for and 29 against. The total vote in the
entire state was 93,297 for and 80,509 ageinst, providing only
a bond plurality of 12,786 votes.

It was z sad commentary to his many friends in Inyo-
Mono that Governor Gilleti was unseated in the November
election by a young man named Hiram Johnson.

From the time of the passage of the highway bonds in
November 1910 until August 1911 there was no concrete evidence
of specific action on highway matters. All during the spring
and summer of 1911 however the Secretary of the Inyo Good Rozd,
W. Gillette Scott, was an indefatigable worker for Inyo and
Mono counties. & frequent visitor in Sacramento he appeared
before various legislative committees and was tireless 1in
promoting E1l Camino Sierra before 211 persons concerned with
the administration of the new highway program. Scott's voice
in behalf of Fl Camino Sierra was also heard in the Los Angeles
area and in the national headquarters of various automobile

adquar’
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clubs and good road clubs. Mr. Scott gave generously of his
time for the cause he so seriously championed and future gains
for this area can be largely laid to the eternal credit of
this man. Even though W. Gillette Scott was the only paid
employee of the Inyo Good Road Club he still put in more time
and energy than his salary ever warranted.

This highway act of 1910 provided that the State
highway system should be acguired and constructed by the
Department of Engineering and the routes selecied and laid
out so as to constitute a continuous and connected State
highway system running north and south traversing the
Sacramento and San Joaquin Valleys and along the coast by the
most practical routes, connecting the several county seats
and joining the centers of population, together with such
lateral roads as might be necessary 1o connect the north and
south arterials with the county seats lying east and west of
such highways, and also to connect with the chlef transconti-
nental routes entering California.

It was the mandate of the act that the system be
constructed and acguired by the State Department of Engineer-
ing. This department consisted, however, of only an advisory
board composed of the Governor, the State Engineer, the
Superintendent of State hospitals and the Chairmen of the
State Board of Harbor Commissioners. The functions of this
board were advisory in nature as obviously their members were
engrossed with the regular duties of their respective offices.
Therefore, in order to make the original act workable, the
State Legislature in 1911 added three more members to the
Department of Engineering with the tacit understanding that
they would do the zctual work of organizing ard running the
State Highway System.

Messrs. Charles D. Blaney of Saratoga, Burton A. Towne
of Lodi, and Newell D. Darlington of Los Angéles were, in 1911,
appointed by Governor Hiram W. Johnson to be the three working
menbers. At a meeting of the advisory bosrd, held in August
1911, =n enabling resolution designating Hessrs. Blaney, Towne
and Darlington, the three appointed members, as an executive
committee to be known as the Celifornia Highway Commission and
vesting in such committee the actual handling of the work of
constructing and acgquiring the State highway system under the
bond issue of 1910, was adopted.

The California Highway Commission ‘hereupon organized
and Burton 2. Towne was chosen to be the first chairman.
4, B. Fletcher, appointed by Governor Johnsor as State Highway
Engineer of California, became the executive officer of the
Comnmission, Filson R. Ellis, the secretary, and C. C. Carleton
the attorney.
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In the fell of 1911 the members of the Commission,
together with the State Highway Engineer, made a comprehensive
tour of the state in order to obtain firsthand impressions of
the routes to be followed and the needs of the people of the
respective communities.

Apparently this tour of the newly formed State Highway
Commibssion did not include the azrea east of the Sierras as no
notices or stories appeared in the local publications concern-
ing this tour,

In September the Inyo County Board of Supervisors
received a letter from the Celifornia Highway Commission asking
their hearty cooperation and requesting that the Board submit
a map of the county drawn to a scale of 1/2" to the mile and
indicating thereon the route or routes most desired for the
highway system with such supplemental data as available on
valuation, population, etc. T

The noted author Peter B. Kyne made a trip through
the Inyo-Mono sres with W. Gillette Scott and Kyne's colorful
language was preserved through = newspaper article which quoted
him as follows:

"Prior to embarking with Mr. Scott behind his two
faithful 'desert birds!'! I was conceited enough to imagine that
I kxnew my California thoroughly. I did not know that in one
day's travel it was possible for one to traverse mountains,
desert, meadow, valleys and lake shore, scattered in such
delightful chaos. Trom a scenic standpoint one is first
appalled at the aching desolation and the next a miracle is
wrought and he is enchanted with a landscape to be found no
where else on earth. I am a convert to the El Camino Sierra
magic. By all means let us see California first and let the
Alps and Europe go until we get acquainted with the wonders
of the land we live in. I feel confident that the efforts of
the Inyo Good Road Club to secure =n appropriation from the
£18,000,000 fund of the Highway Commission will be productive
of success." :

In December 1911, the California Highway Commission
determined to establish seven division offices in different
parts of the state, each in charge of a division engineer,
and the following appointments of division engineers were
mede and branch offices established: Francis G. Somner,
%illits; T. A. Bedford, Redding; Wm. S. Caruthers, San Luis
Obispo; J. B. Woodson, Fresno; and W. Lewis Clark, Los
Angeles. :

Included in the original State Highway System was
El Camino Sierra from the Kern-Inyo County line on the south
to Bridgeport on the north, a total distance of 220 miles.
This area was placed under %®e—Fresno office, Division VI,
for administration purposes.
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It is to be noted that while that portion of
El Camino Sierrs south of the Kern-Inyo County line on 1o
Los Angeles was a part of the State highway system administered
out of the Los Angeles office, there was no State highway north
of Bridgeport. Thus the system was a dead end one in this area.
To obtain public sympathy for extending the highway northerly
that tireless proponent of El Camino Sierra, W. Gillette Scott,
proposed a Pasear which was described in the local press in
the following manner: "%W. G. Scott, indefatigable in the
jnterest of good roads and of El Camino Sierra proposes a trip
to be known as the 'Pasear! as & feature of the Panama Pacific
Exposition. His proposition, issued in the name of the Inyo
Good Road Club, is receiving favoreble and extended mention in
Sacramento and San Frencisco papers. The full name given to
the trip is 'Pasear les Tres Camino.' From Oekland as a
starting point it is over El1 Camino Capital through Sacramento
to Tahoe, thence te Bridgepert, over Il Canino Sierra through
Owens Velley tc Los Angeles, thence over El Camino Real up the
cozst to Oskland againe......it but puts into concrete form
one of the reasons for the construction of E1 Camino Sierra,
the uee of that highway by motorists who wishk to see
California.”

Scott's promotional tour came off in grand style
during June and July 1912. The tcurists who comprised the
Pasear were duly impressed with Inyc's scenic attractions and
pledged untiring support for this proposed scenic highway.
Reams of publicity were written during the course of the trip
to inform the rest of the world of Inyo's megnificent wonder-

Tands

The first State highway construction project was let
to contract, Contract No. 1, under date of July 23, 1912 for
paving from south San Frencisco to Burlingame. It was to be
sore time yet however before the first State highway con-
struction project would be underway east of the Sierras.

The originel pelicy of the Californie Highway
Commission wes to request the counties to build a1l of the
nececsary bridges and to provide all reguired right of way for
the proposed new State highways. It is interesting to note
the lengusge of Inyo County's enabling resolution dated
Mercn 5, 1912: #Whereas, & letter from the California Highway
Commission hevirng been received by the Board of Supervisors of
the County of Inyo, State of California, requesting said Board
to adopt a resolution egreeing toc furnish to the Stete of
California free right of way eand to build all necessary bridges
zlong the route of any proposed State highwey which may be
constructed through said county.

"ind, whereas, seid Board is of the opinion and

believee the construction of the said proposed State highway
into Inyo County will be of _great and lasting benefit to said
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county and the inhabitants thereof can well zfferd to furnish
free of charge to said State all right of way and bridging for
the construction and maintenance of said proposed Stete highway,
yallo} 4

"Therefore, be it resolved by this Board that if said
propoced Stete highway be constructed and mzintained through
the county of Inyo, they will furnish free of charge to said
State of California right of way and bridges necessary for the
use and meaintenance of sald prcecpocsed State highway.m

Signed - N. J. Cooley
James McBride
R. E. Thomas
S. H. Reynolds
J. C. &nton

Automobile traffic was increasing in Inyo County in
spite of the lack of good, hard surfsceé rcoads it being re-
perted that in May 1912 there were between 60 and 80 automobiles
at large in the county. Their number and the carelessness
shown by some drivers (ever then 28 now) pointed out the
necessity of enforcing State and local regulations for safety.

During the summer of 1912 a delegation of highway
enthusiasts from Goldfield and Tonopah in neighboring Bevada
came over Montgomery Pass and met with the Inyoites in the
interests of promoting a paved transcontinental auto route.
This route wes the forerunner of present route U.S. 6 between
Bishop and Tonopah.

Although no State highways were actually constructed
in 1912 meetings to stimulate plans and ideas were held threough-
cut the valley. To show that there is nothing new under the sun,
£+ z meeting held in Big Pine it was stated that "no one in
Big Pine will tolerate a line elsewhere than through the main
street of the townlllil®

Ain invitation was extended to the Cslifornia Highway
Commission t¢ vigit the Owens Valley during the harvest festival
of 1912 but the Commission found it necessary to decline the
invitation.

The year 1913 was precticelly a duplicate of 1912
insofer &5 highway activities were concerned. HNo survey or
construciion work was undertaken on the State highways. Various
meetings were held and publicity programs were carried out.

During the legislative session of 1913 an attempt was
made to obtein a specisl eappropriation of $100,000 for surveys
and construction from Bridgeport to Independernce. This

measure passed the Assembly but was killed in Senate Committee.
.
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The 1913 Legislature did, however, pass a compre-
hensive act providing for the registration of motor vehicles
and for the licensing of motor vehicle operators. This =ct
elsc previded that one half of the revenues obtained fronm
these licenses and registrations should go to a fund to be
used for the maintenance of Stete highways. Thus as the State
advanced its construction program the fact of the necessity
of the future maintenance of these roads was recognized and
provision made to meet this obligation on & continuing basis.

H. Gillette Scott came into his own in 2pril 1913
when as the "Man of the Hour™ for Inyo County he was the
honored guest at a banquet and reception given for him 2t
Big Pine. Too often locel petty jeclousies prevent the honors
justly due a citizen for selfless scrvice to his community.

It was gratifying that this measure of reward was tendered
. Cillette Scott.

In December 1913 it was announced that the Automobile
Club of Southern California would sign the Owens River Valley
from Los Lngeles to Lake Tahoe, & distence of some 400 miles.
This would be the longest piece of road ever marked by & motor
organization and would require more than 800 signs to complete
the project according to Secretery S. C. Geary.

As the year 1914 opened and then crept along toward
its end it still appeared that insofar as the State was con-
cerned the land east of the Sierras was & forgotten country.
In spite of continued publicity, meetings and visitations, no
funds had yet been allocated to this area nor had even =
survey party made itseli known.

In September it was announced that the Czlifornia
Highway Commission then composed of Messrs. Darlington, Blaney
and Charles F. Stern (of Eureka) would visit the Inyo-Mono
region to determine what should be done with regard to the
Stete highway.

Dr. Doyle, still President of Inyoc Good Road Club,
and the indefatigable W. CGillette Scott, still Secretary, told
the people of Inyo-Mono that this was a vital and important
meeting with respect to securing early assistance from any
State highway fund, and that such an inspection tour was the
most importent development that hed yet come forth in the long
cenpaign for the recognition of the needs of eastern Czlifornia
and, more important even though mentioned last, the advantage
of the whole State through a properly mzinteined thoroughfare
east of the Sierres was in the balance.

They elso advised of the importance of having the
right impressions produced at this time; that point could not
be too strongly emphasized. The visitors will come to see

what nature hes provided rather than what man has done.
I
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The California Highway Commission accompanied by
State Highway Engineer Austin B. Fletcher did come to the
forgotten lend in mid-September and were apparently deeply
impressed by what they saw 25 crders were given out to
proceed with the orderly development of the State highways
in the land beyond the Sierrss.

Their orders were duly obeyed. October 28, 1914
marks the actusl beginnings of the State highways in Inyo-
Kono. On that dete Location Engineer C. C. Boyer arrived
in Bishop. Mr. Boyer was officially attached to the
Division VI office 2t Fresno and was under the immediate
direction of Division Engineer J. B. Woodson.

Mr, Boyer immediztely plunged into his work of
performing a reconnaissance survey from Independence to
Bridgepoxrt.

And so it came to pass that as 191/ bowed itself
out the outlook for El1 Camino Sierrs, according to
W. Gillette Scott, was pronounced highly encouraging with
the highway success assured. There was ample reason to
rejoice that the culmination of so meny years hard work was
in sight.
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GETTING STARTED

The arrivel of C, C. Boyer in the fall of 1914
sterted & new era in the highway history east of the Sierras
for with his appearance on the scene came concrete evidence
of what was to come in the future. Up to this time all highway
progress had centered arcund the politician and the promotors.
Many were the words that were spoken, many were the schemes
that were hatched and many were the steaks and French fries
consumed at innumerable bancquets to discuss the highway problems.

Presumably now the time had arrived for action, not
words; presumably now the work would be done, however such a
head of steam had been worked up by the eastern Sierrans that
once having gotten the Highway Commission committed to a route
they could not relax but had to continue on with the more minor
details of location and construction which would have been
better to leave to the unbiazsed decisions of the road engineers.

In the long run this did not work out to any great
disadventage and was in no particular degree any different than
the public reception of the highways and their builders in the
balence of the State of California.

During the fall of 1914 Mr. Boyer traveled by buck-
board, team and foot from Independence to Bridgeport to determine
the most feesible end practical route to be followed by the
proposed State highway. His findings were incorporated into a
reconnaissance report te his Division Engineer, J. B. Woodson,
at Fresno., This comprehensive report was studied during the
winter months of 1914-15 and the route which Boyer recommended
was adopted for surveys. '

While there wes little doubt in the minds of the
people of the State of California as to which way they were
headed in regerd tc their proposed highway transportation
program, there did exist a considerable doubt in the minds of
the banking establishments and the financial institutions in
the west of Celifcrnie's ablility to finance such a program.
The people of 1910 had voted $18,000,000 worth of bonds to pay
for materials, contract for equipment, and meet payrolls; the
bonds had to be seold to someone who would give the State the
cash in return feor interest on the bonds. So great did the
risk appear that private finencial institutions devoted to this
type of venture bought up only $4,280,000 of these 4% interest
bonds.

The people of California nevertheless had faith in the
people of Californis and through the various county Boards of
Supervisors the balance of the bonds were taken. Mono County
bought $50,000 worth of the bonds and Inyo County bought
$100,000. Such purchases by the counties assured that the high-
way program would continuc’EﬁE’ggét it would not retreat for
lack of sufficient funds to carry on the work.
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An interesting sidelight on the financing end concerns
the bond purchages by Inyo County. Purportedly the Board of
Supervisors anticipated that the funds from the bonds so pur-
chesed by them would be expended for highway construction in
Inyo County. Although both Inyo and Mono Counties agreed that
the most needed improvement in the two county area was the
elimination of the tortuous and wholly inadequate wagon road
over Sherwin Hill, it did not come to the Inyo Board's attention
until the project wes well zlong thet all of this grade was in
Mono County and that Inyo funds were actually being spent in
Mono County.

Boyer's reconnaissance report recommended the route up
Sherwin Grade through Long Valley znd over Deadman Summit in
Mono County rather than north from Bishop via Benton and Mono
Mills. This was the route as approved by Division Engineer
J. B. Woodson, Such recommendation and epprovel were, however,
not the end of the dispute. Even after the survey party was
started the proponents of the Benton-Mcno Mills route still
raised their collective voices in a storm loud enough to be
heard in the distant capitel city. Thus it was that State
Highway Engineer Austin B. Fletcher made = snec1al trip to
Inyo-Mono in an attempt to finally resolve the question of the
route. With Mr, TFletcher came State nghway Commissioner
N. D. Darlington. Together they scouted the two routes and
answered the question: "Shsll the route be a Highway for a
small community or a Highway for 2l11?®" At a subsequent meet-
ing of the Highway Commission the Commission officially adopted
the Long Valley route and thus abruptly put an end to the inter-
county dispute.

The highway survey via Long Valley was by this time
well underway. This work was put under the direct charge of
John Paul Jones. ©Surveys were run from the Mono County line to
es far north as Little Round Valley within which limits lay
the formidable Sherwin Hill., A tent cemp was erected along the
project thus enabling the surveyors to live close to their work.
Transportation of men and equipment was done by means of horses
and buggies. .

Another survey party was at work in Inyo County during
tiis period and wes under the immediate direction of Chief of
Perty B. J. Pardee. Pardee was the son of a former Governor
of the State of California. This survey crew was engaged in
work primarily betweenrn Independence and Big Pine.

TWhile 211 of this preliminary engineering was going on
the people of Inyo-leno, with customary rural enthusiasm,
continued to play their part in actually promoting the highway
progrem. Physically it took the shape of work parties and work
days on the route of the proposed highways.

—
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A newspaper article on May 18, 1915 celled attention
to a road bee to be held on Saturday and invited all pick and
shovel experts to be present. The plans were to work that day
between Round and Long Valleys and all who cared t6 might
spend the night a2t Bert Bernard's plece at Mammoth. It was
stated that Mr. Bernard could provide accommodations for forty
people and that supper, bed end brealkfast would be furnished
free.

Other news items of this period covering private and
individual work on the highways included such gems as:
¥U. G. Smith and fellow rustlers on the committee for improv-
ing the Mono Lake Road rzised without difficulty the money
needed to make & practicel connection between the Devil's
Punchbowl and the Deadman Creek route. As a result of this
campaign Yandell Rowan and Lloyd Smith have started with a
six horse outfit apiece to V out the steep sidehill for a
distance of 1500 feet. J. S. Cain haes started men from the
Mono end to build the longer bult more level portion on the
slope to the lzke.® :

With the completion of the Sherwin Hill area survey
in September of 1915, John Paul Jones moved his crew and camp
northerly to the vicinity of Crestview where surveys were
commenced upon the second fcrmidable undertaking between
Bishop and Bridgeport, the so czlled Deadman cut-off. This
survey was to tackle the 8000' summit over Deadman Summit,

At this time another survey party under Chief of
Perty W. H. Metcalf was busily engaged in running a line from
Bishop to the Mono County Line in Round Valley. The new line
being surveyed was expected to cut the distance down between
these two points by at least two miles as compared to the old
wagon rosd.

The road from Leevining westerly over Tioga Pass and
on to Yosemite Valley was 2 Special Appropriation Road and not
a part of the Stzte Highway System. Its upkeep was from
special legislative appropriations when the counties were not
able to provide tle necessary funds for their maintenance and
construction. In addition to the Tioga Road, Sonora Pass and
the road from Sonora Junction through the West Walker River
Canyon to Little Antelope Valley were also in this same
category. The administration of these Special Appropriation
roads was given to the State Engineer, not to the State
Highway Engineer,

On fpril 21, 1915, ¥. Gillette Scott was able to
announce that the Federal Government had formelly assumed
title to the Tioga Roed and that they would instigate repeairs
at once so that the road would be opened for towist traffic
from the ezst motoring to the Panama Pacific Exposition in

——————
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San Francisco. This portion of the Tioga Pass road referred
to was the portion from the Pass westerly through the

Yosemite National Park. From the Pass easterly down Leevining
Creek Canyon yet remained under the admistration of the

State Engineer who started work in June of 1915 to improve
this portion of this most scenic road.
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SHERWIN HILL

Day Labor Work Order No. I-79 dated October 4, 1915
was the formal suthorizsation for State highway construction
between the Inyo-Mono County line and Sherwin Hill, a distance
of 5.8 miles, road VI-Mno-23-2%.

October 4, 1915 is the date of authorization of work.
The day the work actually started is not available from any
known records. It is safe to say that on that particular
unknown, yet highly historical, day in the highwey annals of
the Inyo-Mono region, no whistles blew, no speeches were made,
no traditionsl first shovelful of earth was turned nor was
there any particular significant event marked for posterity.
Very likely work wes formally started by some native eastern
Sierra Piute driving a team of mules, banging his Fresno
scrazper into the warm earth on Sherwin Hill,

With his fine sense of the appropriateness of things
Divicion Engineer Woodson assigned to the first State Highway
project in this area, as Hesident Engineer in charge of
construction, the man who actually made the first route and
reconnaissance study, Mr. C. . Bcyer. Boyer arrived in
Bishop on September 27, 1915 approximately one year after his
first arrivel in Owens Valley. His originally announced plans
were to hire as many local men and teams as available in order
to furnish employment to home pzople. He expressed hopes of
completing the grading of about 6 miles of the ten mile section
before storms caused a winter shut down. Contemplating a
construction project of ten miles, Boyer evidently was antici-
pating approval of work northerly from Sherwin Hill. Sub-
segquent work orders proved him correct.

Before work could actually start it was necessary to
make innumerable arrangements for labor, egquipment, stock, fuel,
Eroceries and supplies of all natures. & cemp was set up and
maintained for ithe workmen, it being moved from time to time
to keep it as close as possible to the Job site. ¥When the work
site became as far as two and one half to three miles away,
canp was moved. Camps were tents; the kitchens and dining rooms
were constructed in sections which cculd be bolted together and
then covered with canvas. Boyer, as both Superintendent and
Resident Engineer, had his office Punder his hat.®

In some cases dry camps were established and then it
beceme a2 necessity to haul wster to the camp sites. This was
done in wagon tanks hauled by mule teams. All supplies this
first fall were hauled to camp by mule teams. Hay and grain
available locally were so purchesed but all other supplies
were either hauled from Bishkop or from Laws which was the
railroad point of delivery.

e
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The highway which was actually built up Sherwin Hill
was mostly on an 8% grade and followed a zig zag development
up the slope. ©Some forty to sixty men were employed in the
construction work, all of whom were on the State's payroll.
Personnel employed was generally local. & few professional
mule skinners who followed railroad and highway work made up
the skilled labor contingent. Quite a few local Indians were
engaged on this project. Work done in the fall of 1915 was
grading and minor drainage structures. WYherever the earth
was such that it could be moved with teams and scrapers, that
method was used. Because of the general scarcity of pure earth
material numerous grade changes were made nearly 2ll of which
were raises in grade to evoid heavy rock work.

Rock excavation was done by drilling and blasting;
hand drilling was of necessity done. The blasted material was
removed by stoneboats and mules and by wheelbarrows. ¥Yhere no
earthy material was encountered for smoothing off the roadbed
it was necessary to complete the grade with borrow meterial
wherever it could be found.

For the next 35 years this road as herein described
continued to serve ever increasing traffic needs with only
surface changes. It is 2 sincere tribute to our early road
builders and a marvel that they could build so well with so
little with which to do.

Division Engineer Woodson made periodic trips to the
Owens Valley to view the work in progress but more particularly
to oversee the advance survey work and to arrange for necessary
rights of way for future construction. TWoodson was always on
the look out for alternate routes whenever it appeared that
public objection or condemnations appeared likely. Money spent
for right of way didn't appeal to him any more than it does to
subsequent engineers. All would rather spend available funds
for actual construction.

January 1916's headlines carried forth the news of one
of the worst storms in Eastern Sierra history. This storm had
the effect of closing down the newly inaugursted highway project
for a period of about three months. Four feet of snow on
Sherwin's slopebs plus extiremely cold weather made productive
work on the road impossible. It wasn't until late March before
the snows had melted ard the temperatures risen sufficiently for
the highway men to resume their labors.

Work was resumed in the same manner as was in effect
before the winter shut down. In April of 1916 the first truck
was assigned to this area. It was a two ton truck, chain driven
and equipped with solid tires. This truck was put on the Laws-
Bishop to camp route carrying needed supplies and materials.

The original field book showing the log of trips, type of cargo
end cost of repairs is still avaeilable and makes interesting
reading in itself. The €irst cer essigned to this area was a
4-Door sedan used by Mr. Boyer.
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George Wood, a native of Bishop, was the construction
foreman under Boyer. The closest thet Boyer came to having a
right hend man was in the person of Harry Nelson who traveled
from cemp to camp to check on supplies and make out meal
reports. No particular records were kept of the job progress
and the final report was largely made up from meal reports,
payrolls and material invoices.

By June 1916 the grading and structures were
essentlally completed to Sherwin Summit. In order to continue
on the much needed northerly descent from Sherwin Summit into
Rocik Creek, Day Labor Work Order No. D-101 was issued under
date of April 4, 1916 for 4.8 additional miles. The same crews
and camp setup arrangements were used in what amounted to a
continuation project northerly under Boyer's direction.

While this extension work was underway funds were
made available to Work Order D-79 to provide a penetration oil
surfacing to this 5.8 mile section up Sherwin.

Because the Owens Valleyites in their travels northerly
could witness the completion of the grading work it was only
natural that they should burn with a2 desire to try out the new
road. Boyer found it necessary to appeal to the motorists of
that day, through the medium of the newspaper for them to forego
their natural inclinations until the road could be completed.
Traffic trying to go through the new work was seriously inter-
fering with the progress of the work. He even explained in
detzil in the newspaper the procedures involved in preparing
the soil and in applying the o0il treatment. During one weekend,
Sunday to Tuesday, 90 cars were counted traveling over the new
road., Such heavy traffic through construction made it necessary
for Boyer to establish rcad control hours during the last two
weeks of the project construction period. No one was allowed
through the job from 7 to 11:30 a.m. or from 1 to 4:30 p.m.

During the last week of constructicn by actual count
198 vehicles passed over the Sherwin Hill highway section. OF
these 198 vehicles, 144 were passenger cars carrying a total
of 400 persons.

The 1915 Stete Legislature, seeing the progress of the
State Highway System, and realizing that additional finances
would be required, voted to raise an additional $15,000,000 in
bonds. This matter had to be submitted to a vote of the people
in the general election of 1916. To continue the highway
construction program it was urgent that these bonds be voted
and much time wes devoted to gaining sympathy for them.
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Highway Commissioner C. F. Stern wrote a letter to
Mr, Siles H. Reynolds, Chairman of the Inyo County Board of
Supervisors in June 1916 which contained the following:
¥You people had always told us that if we did connect
Brilgeport and Independence with a usable highway as a part
of our system that your counties would be satisfied and not
ask to be tied to the outside world. As a matter of fact,
however, we are planning to do much better than that for you...
and one of the things that will be done with the coming
$15,000,000 will be to connect your county seats down through
tie Owens River Valley to Saugus with an improved highway.®

Nothing could have made the Inyo Road Boosters any
hanpler and so it was no surprise that the bonds carried Inyo
County 1413 to 144, nearly 10:1, whereas the bonds carried the
State as & whole only 4:1. Mono County voted for the bond issue
169 to 37. In contrast to the 1910 bond election, this time
every'county in the State voted by a substantial majority for
the bonds. These bonds carrying 4-1/2% interest found a much
more favorable markxet than did the 1910 issue thus indicating
a financial stability in the highway program and also vindicat-
ing California's action in the earlier bond issue when the
people themselves, through their county governments, had to
purchase their own bonds.

leanwhile construction from Sherwin Hill northerly
down to Rock Creek had progressed so that by the last week of
August 1916 ar oiled traveled way was available for the
authorized 10.6 miles from Inyo County line to Whisky Canyon.
With this completion it was announced that it was now but a
pleasant jaunt of 2-1/2 hours from Bishop to Mammoth, = distance
of about 50 miles.

Having worked so long and diiigently for highway
progress in this area it was only natural that the people of
Inyo-Mono should desire to celebrate their first highway project
completion with'a colossal whing ding, and that is just what
they set out to'do. The August 24, 1916 issue of the Inyo
Register in large capital letters and in the framed center of
the front page emblazened the fellowing headline:

BCELEBRATION OF SHERWIN HIIL CCNQUEST TO OCCUR ONE WEEK FROM
MONDAY IN ROCK CREEK CANYON."

From this article the exerpts which follow were
gleaned to show the gpirit o¢f the occasion:

#To Every Luto Owner
YCompletion of the first section of the State highway to be
built east of the Sierres in this State will be recognized by
a fish and game dinner and an interesting afternoon of
e
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miscellaneous program is planned.....that everyone attending
who can get there. ZEach auto owner is requested to come, and
bring as many friends as he can carry in his car. Each party
is requested to bring 2 basket lunch except meats and coffee
which will be provided by the local organizations. Dinner
will -begin 2t 2 p.m. The committee would, if possible, reach
every car owner with a direct invitation; there are, however,
more than 300 licensed cars in the velley; no lists of them
can be had.”

The actual ceremony which occurred on September 4,
1915 was described by zn energetic newsman in terms more
poetic than newsy:

¥EL CAMINO SIERRA'S FIRST UNIT WAS AﬁSPICIOUSLY DEDICATED®

“A thousand people shared the pleasures of an outing on Rock
Creek under = cloudless sky....celebration of first achieve-
ment in greatest undertaking for future development of all
eastern Californiz.....work to continue.

®0n the meadows where Rock Creek turns after leaving its
Sierra gorge to meander down the canyon almost il not gquite

a thousand people gathered Monday to celebrate the conquest of
Sherwin Hill by State highway makers. For 35 years since

J. L. C. Sherwin created his toll road over that rock -strewn
slope and into the canyon beyond, humans and horses have ex-
piated their sins on its punishing climb and descent. It was
one of the three most trying spots for travelers along the
whole Sierra length and now that travelers can roll frog feot
to summit and down again with never a bump and in a fraction
of the old time, there was full reason for rejoicingeeesesece

"The program began with the ceremonious opening and dedication
of the highway in 2 deep, rocky cut just before reaching the
sumnit from this direction. Across the cut a2 barrier of vines
and flowers had been put up. On its upper side a2 band of
mounted Indians in paint and feathers typifying the o0ld order
rode up to the barrier as the officiazl car, Will L. Smith's
Studebaker 6, was driven to the copposite side by Miss Dorothy
Doyle. Miss Doyle, daughter of Dr. Doyle, President of the

Inyo Good Road Club, took 2 machete from the auto and walked

to the barrier as the brown chief of the Piutes raised his

hand in the command to helt. ALfter a brief parley the cord

was severed mand the procession permitted to passe....The

Pathe moving picture people were reeling in many feet of
dedication views and Inyo scenery....Dr. McQueen, chief chef,
says that 575 stesks and 200 pounds of trout were served, and
the supply was somewhat short of ample sufficiency....fireworks,
stirring music by the Bishop M T

the progress toward better roa in eastern California.
Spealters included State Highwmeyr Gommissioner Darlington on
roads, and Senator Lyman M. King on politics.

i
d

litary Band....Dr. Doyle reviewed
s



Barbecve ot Rock Creek Sepr 4 /9/6
Celebration of Commpletion-Sherwirn Hill Froject

Irarsterring of Raocket at opering of T10ga FossRood
Abouvt /19/6
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Such an auspicious dedication and celebration was
only the beginning of El Camino Sierra. A full six years had
elapsed since Governor Gillette's historic proclametion of
1910 and now the first link in the Eastern Sierra Highway was
forged. With other highway work already underway, with
survey parties laying out future projects, with the passage
of the second bond act and with the assurances of future high-
wey projects to the south to connect Inyo-Mono with the rest
of the world, the future of El Czmino Sierra seemed secure
and only awaited the passage of time. The labors of the Inyo
Good Road Club and of its indefatigable secretary W. Gillette
Scott in particular were now bearing fruit.

This first project covering grading, structures and
0iling of the 5.% miles stretch of Sherwin Hill was finally
reckoned to cost $44,928. Of this total $38,621 were for
teams, equipment and labor, $3,317 for materials and $2,990
for engineering. The companion project from Sherwin Summit
down to Rock Creek was eventually totaled up to cost the
State $18,982, broken down into $18,651 for labor, supplies,
teams and equipment, $13 for meterials and $318 for engineer-
ing., This bookkeeping may be open to question as it appears
that practically all costs were lumped under one item but
2ll things considered, this elementary cost accounting probably
had little or no effect on the actual getting the roads built
which after all was the primery purpose.
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DAY LABOR VORK

Even while the shouting and the celebration wes
underway commemorating the completion of the Sherwin Hill
project, work wes well underway toward leveling off of
another of the major bumps between Bishop and Bridgeport.
This was the project aimed at removing the obstruction to
travel czused by Deadman Summit.

Deadman Summit waes indeed a hazard and a hindrance
to travel. Its summit reached an elevetion of just over 8000!
and the extremely underpowered cars of 1916 experienced no
end of difficulty in negotiating this grade. Most car.
owners in attempting this summit experienced considerable
familiarity with their shovels in shoveling out the loose
sand from under their wheels and replacing the sand with
pine needles for trzction. ©Sage brush was even more valued
in sandy areas for this purpose but unfortunately very 1little
sage grew near Deadman.

An early pioneer party in traversing this area came
upon the dead body of a man from an even earlier scouting
party and because of thus finding the body named the sumnmit
and nearby creek "Deadman.”

This, likewise, was a day labor project both
superintended and engineered by C. C. Boyer. Similar tents
and camp facilities were used.

The Mono Lake Basin has long been the home of a
considerable number of the Piute Indian Tribe. On the
easterly side of Mono Lake are some hot water springs and a
considerable area in the vicinity is kept bare of snow
throughout the winter, warmed no doubt by heated volcanitc
rocks, which probably lie below and may be responsible for
the heating of the water in these springs. The proximity of
the Mono Craters is suggestive of the probable reason for the
volcanic hest beneath this asrea. It was customary for the
greater proportion of the Indians who lived in the basin to
spend the winter in the vicinity of the hot springs.

Because these Indians were native to this region
and were familiar with the handling of horses and mules, the
labor force on this work was made up of more Indians than had
been employed before on such work. They were supplemented
by miners who had worked the mines in the vicinity.

This project covered a distance of 5.2 miles and was
officielly described as from Deadman Creek to Devils Punch
Borl znd was completed at a cost of $29,002. (Mno-23-F)

This job was completed before the winter storms set in. [o
celebration was hed upon the finishing of this project as the

public was now beginning to take the highway construction
projects in stride. A
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Authorization for the first highway project in Inyo
County was given on September 9, 1916 for construction of
the road from Division Creck to Fish Springs School on
Iny-23-B, between Independence and Big Pine. No work was
started in 1916. Engineer Boyer was called back to the San
Joaquin Valley area during the winter of 1916-17 for work
near Coalinga. In 2pril of 1917 he was back in Owen's Valley
egain orgenizing men and materiels for this project.

This particuler stretch of Owens Valley had long
been the most difficult to stabilize in order to provide =
dependable traveled way. Lack of cohesion in the soil pro-
vided an ever shifting roadbed znd about the only thing which
could be depended upon was that a car was nearly always certain
of being stuck up to ites axles 2zt least once in traversing
this area.

Early efforts to meke a roadbed in this area, start-
ing near Division Creek and extending northerly past Aberdeen,
then skirting the Black Rocks, Charley's Butte and evading
the Poverty Hills to a point near the old Fish Springs School
house, consisted of grading the native material in the seme
manner as was prescribed for this general route. This grading
seemed to have no particular effect upon the material
encountered in this gremlin infested locality. Wear and
wecther made havoc of this particular material leaving it in
2 condition of holes and hard spots, smcoth sailing and
sudden drops into dusty soils which characterized all previous
efforts to build a stable rosdbed through this pixilated
territory.

Probably because of this poorly stabilized material
the decision wes made to utilize portland cement in an attempt
to bridge across the shifty subgrade. In addition to a surmise
as to why concrete pavement was placed at this location
(concrete pavement was never used before nor vet after this
project in Inyo-Mono)} conjecture also plays a predominant part
in the construction of this project. The work was authorized
ijn 1916. Tork was started using state day labor forces in
1617 but the project was not completed until the summer of 1920,
It took four summer constructicn seasons to complete this

10.35 miles project.

This work shut down during the hotter of the sumner
menths, largely because of the difficulty of properly handling
concrete in very hot weether with limited facilities in the
nature of pipe lines, machinery and trained concrete men.
Labor would not sbay in that vicini®ty in the hotter weather,
but hied themselves to jobs in the mountain areas, where they
worked until fall. However, as soon in the spring as freezing
conditions did not threaten too much, concrete operationsg
would heein, if no other conditions prevented.

—
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The above features were respensible for the many
hietuses in the paving operations and were largely responsible
for the slow progress.

The design of this pavement provided a 47" thick slab
8' in width. At one quarter mile intervals turnouts of concrete
were provided so that passing cars could mzke this maneuver
without leaving the pavement. It was a good idea but did not
take into consideration the tempers of the autc moterists.
Invariebly cars met at locations other than those provided and
since the motorists of 1920 were blood cousins to the present
day motorist, none would wait a2t the turnouts or would any
back up to the provided zree. It thus became common courtesy
and practice for each motorist to put his right wheels off in

N

the send and thus proceed to pass wherever the cars met.

In December of 1918 the Inyo County Board of Super-
vicors petitioned the State Highway Commission to make this
paved trail a little wider so that cars would not be forced
into a tricky maneuver every time two opposing cars met. This
expressed dissatiefzction on their part seemed to avail them
nothing 25 work proceeded on an 8! wide basis. It was noted
that in April of 1219 it was reported editorially in the Inyo
Register: “Pouring concrete on the Fish Springs-Aberdeen
section is probably underway £s it was to have begun several
days ago. No hope is held out that the pavement will be
widened. Public satisfaction with its narrowness will not
increase with its incresse in length. Until the Highway Com-
mission zdds materielly to the paved width, that strip of
mispleced sidewalk will continue tc be a source of complaint.”

This paved trazil was opened to general traffic in the
spring of 1920 and while only 8' wide, and passing other
vehicles became & challengze, gremlins ro longer rode on the
driver's shoulder aznd the shovel and chain were not absclute
essentiels in the tool box when traveling through this foreign
lzand.

The final recorded cost of this 10.35 miles of grading
end paving concrete was eventually totaled up to be $107,075.
In addition the sum of $3,518 was zssessed as engineering

charges against this project,

ghway Commissioner Darlington, speesking publicecly in

7, steted that there cznnot be much work done on the
State Highway in eastern Czlifornia this year. To bear this
out, in addition to the continuing job of paving the trail frcm
Division Creek to Fish Springs Scheol, the only projects
underteken were the building of six small bridges in Mono
County between Rock Creek and Casa Diablo. These structures
vere all built by day labor under the general engineering
supervision of C. C. Boyer. Two bridges were built over Rock
Creek while the others spannséd—Hilton, McGee, Convict and
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Hot Creeks. The total cost of these six struciures came to
$26,4.39 while the engineering charges, which must have con-
sisted wholly of Boyer's time, amounted to §1,241.

It should here be recorded that the summer of 1917
saw the hiring by Boyer of a brash young man in his teens
just newly graduated from the haells of learning which consti-
tuted Bishop High School, Eddie Carter saw in the Division
of Highways a possibility for future service and an immedizte
need of his talents to say nothing of Eddie's need of the
highway's pay check. Eddie hired on as a truck driver for
the day labor construction crew, however, some local fame as
an operator of the frying pan must have preceded him as Boyer
immediately instzlled him as chief purveyor of food and drink
and dubbed young Eddie as Chief Camp Cook.

Eddie bore up under this title and the attendant 2
duties for a spell and history fails to record any cases of
scurvy, ptomaine or malnutrition during this spell. But Eddie,
while turning out delectable biscuits and edible pies yearned
for the great outdoors. Finally this yearning overcame his
youthful fears and upon receipt of a paycheck one Saturday he
wandered away from the cook shack without a word to anyone.

Mr. Boyer's wrath was understendable when no dinner wes forth-
ceming on that memorable evening.

The unsuthorized vacation for Eddie came to the same
end as 211 who toil not; he got hungry. He desired 1o return
to work but not as a cook. He had czlculated his destiny as
e truck driver and it was as such that he approached
Mrs. Boyer, knowing full well that Boyer would have none of
him. Being short of truck drivers, Mrs. Boyer immediately
put Eddie to work. C. C. Boyer was wrathful at finding young
Eddie back on the job but he was also practical minded enough
to permit the capable truck driver to stey on and to draw
down his pay.

Eddie Carter's long yeznrs of service with the Division
of Highways justified his original choice of employment. After
his tempestuous beginning Eddie rose from truck driver to
Assistant District Engineer in Bishop before transferring
Distriect V at San Luis Obispo in 1G27.

4

(vie]

Governor Stephens accompanied by State Highway Com-
missioner Darlington paid Inyo-lenc a visit in the fall of
1917 apparently on a look-see tcur, The Governor was pleased
with whet he saw and spoke with particular emphasis upon bhis
desire for better rozds. Commissioner Darlington assured the
populace that the consiruction of El Cemino Sierrsa from the
seuth . to Bridgeport might be slow but it would be sure.

e
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It was the habit of legislatures previous to that of
1917 to pass each year special appropriations for the construction
or improvement of roads; chiefly in the mountainous counties
where the counties were not able to financielly provide the
money themselves. The 1917 legislature called & halt to such
indiscriminate appropriations and with the damming of the flow
of funds to these roads the State Engineer relinquished his
control over these mountain roads to the State Highway Commission
and these roads thus became State highways. Such funds as were

expended upon these roads ceme from the State Motor Vehicle Fund
a5 these roads were not eligible under the Bond Acts.

Division VI at Fresno thus inherited among other roads
Routes 13 and 23 from Sonorsz Psss in Mono County to Bridgeport,
34.0 miles, Route 40, Tioga Pass to Mono Lake Basin, 13.3 miles,
Route 23, Sonoraz Junction to Litile Antelope Valley, 17.0 miles,
znd Route 23, Little Zntelope Valley to Alpine County Line,
9., miles. The combined total in Mono County wes 73.7 miles.

At the time these rozds were put into the State system
it was stated of them zs follows: TNezrly 211 of this mileage
of mountain roads, totaling 682.7 miles statewide, is unpaved;
much of it is too narrow for safety unless the motor car driver
has had experience in mountain driving, and altogether these
rozfds present a serious problem and one which enlarges as time
goes on. Of the Sonora Pass road an early day writer was so
skeptical of its merits that he described it unfletteringly as
a road where the grades zre so steep that high powered automo-
biles go over them with great difficulty, if at all., At the
summit on this road the elevation is 9624 feet. A portion of
this road is used mostly for the passzge of cattle and sheep
znd should be abendoned to the county.”™

Soncra Pass is still a State highway but still only
open during the summer season and is even now traveled only by.
the most hardened motorist.

While the Soncres Pess highway is still devoid of our
modern stendards, it has been tremendously improved, since the
earliest periocd. At thet time there were several places, on
the steepest grades, where rock steps of 12* or more had been
back filled with grevels, which readily moved down hill when-
ever a car attempted to cliimb over the steps. Thic condition
wac somewhst improved by binding the gravels with clays, but
the locael maintensnce men who were employed because they were
strategically located znd had teams were very slow to use =2
shovel to the point of exhaustion. At other points seeping
springs in side hill locations could choose at random whether
to run down the inside gutter, scaking and rutting it ot flow
over the edge of the embankment, preferable to washing out the
backfill from & rotting cribwerk retaining structure. Many
similar threats to the sutoist's peace of mind were first
corrected, but many others remained until the meagre meintenance
czught up with the situation.
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With the addition of these 73.7 miles of roads in
Mono County into the Stzte highway system the total mileage
of the State highways in Inyo-Mono thus became 293.7 miles.

The highway route from the Inyo-Kern County line
southerly to Mojave, a distance of 63 miles, was a part of
the State highway system at this time but not for masintenance.
Similarly the road from MNojave south to the Los Angeles
County line, 17 miles, was a part of the State system but not
for meintenance. Thus until some new construction was done
or these roads they remained for all intents &nd purposes county
roads and travel over them was truly an experience. At this
period these roads in Kern County were under the administrstion
and jurisdiction of Division VI at Fresno for the Mojave north
portion, ancd under Division VII at Los Angeles for the Mojave
south portion. Since these roads eventually became a2 part of
Division IX, when later formed, the total mileage east of the
Sierras was at that time 372.7 miles.

In addition to eliminating the special apportionments
for the mountain roads, the 1917 legisleture, apparently now
realizing the continuing necessity for highway worl removed
the three appointive members of the advisory board and gave
them, as the California Highway Commission, statutory recognition
and mede them & legal entity of their own. This act expressly
prescrived their duties and put them in full charge and control
of all state road and highway activities in California.

The year 1918 failed to produce any appreciable change
in the highway picture in Inyo-Mono. Probably because of the
effect of World War I and poscsibly beczuse of the near
exhaustion of bond issue funds, but in any event but little
funds were authorized for highway construction east of the
Sierras. What work was done was still handled by day labor.

Project No. D-191 was authorized for widening curves
and fixing up the roadbed through Rock Creek for a distance of
3.28 miles., Prior to the completion of the Sherwin Hill
project this was a satisfactory piece of roed but its obvious
deficiency became irksome with the completion of higher standard
roads on either end of the canyon. Its completed cost was
$38,833 and in addition there was §$3,306 charged for engineering.
C. C. Boyer was still both resident engineer and superintendent.

Pay labor forces also reconstructed 0.2 mile just north
of Casa Diablo. This summer alsc sew the start of major con-
struction north of the Bevils Punch Bowl and continuing on to
the Tioga Pass road just south of Leevining, over & distance of
11.7 miles. This project, started in the late summer of 1918
by State forces under the direction of Boyer, was finally
completed in the middle of 1919. R. S. (Dick) Badger was the
engineer in cherge of the work during the 1919 season. The

A5 A

finel cost of this vroject wag $755537 plus an additionel
£4,195 for engineering.
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1918 also sew the culmination of the serious Round
Valley highway location. As was the practice, the county of
Inye was obligated to obtain the necessary right of way for
the Stazte highway. However, the State highway engineers were
the ones who surveyed and laid out the proposed routes so
that the counties had nothing to szy sbout the location of the
route. Naturally the Stete engineers would desire the most
direct and most economical route to construct; the counties
wanted the route with the least expensive right of way. Such
zn inpasse came zbout in regard to the Round Valley location.
The followirng resolution was passed by the Board of Supervisors
of Inyo County which is interesting es an example of two
different agencies trying tc accomplish the same end, that of
getting a highway built but with different V1ewp01nts as regards
the expenditure of funds:

"It appearing to this Board that the securing of right
of way through Round Valley, in accordance with the present
survey made by the State Highway Commission, would necessitate
a prohibitive expenditure of money by this county for such
right of way, therefore be it resolved by this Board that
Supervisor Wonacott be requested to confer with the proper
officiels of the State Highway Commission with 2 view of getting(
& less expensive route through said Round Valley."

Apparently Supervisor Wornzcott did meet with the
proper authorities and apparently little, if any, change in
the highway route as surveyed was made as the highway through
Round Valley is still on good alignment except in the viecinity
of the Evan's Ranche Division Engineer J. B. Woodson spent
considerable time in the valley on right of way problems
traveling from Fresno sbout once a month and staying three or

four days at a time.

Property owned by one W. D. Roberts lay athwart the
path of the finally decided upon Round Valley route and
Mr. Roberts was loath to part with his property. It is quite
likely that the condemnation action started by the Inyo County
Board of Supervisors against lr. Roberts was the first case in
Inyo County of the use of the power of eminent domain for State
highway purposes. Mr. Roberts Capluhl&t ed in a hurry as the
deed was signed for the much needed right of way less than a
month after the condemnaztion action was started.

In the early stages of the highway's development the
hasis was laid slmost entirely on new construction. The
m ¥Ygetting the roads out of the mud® did not specifically
ly to the "Land of Little Rzin.,"™ The cry most often heard
Bfix the road so we won't get stuck in the sand.®™ Thus it
that new construction received the green light and was
ued as fast as funds were made available. None the less
S
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it became evident that unless the policy of building new

roads was speeded up, the new roads as built would deteriorate
from time and the elements. Some maintenance was imperative
on the new roads as they were built.

Because all of the new highway work to date had been
done by day labor forces, the nucleus of a maintenance crew
existed for it was only necessary to borrow men from the con-
struction jobs Tto do the maintenance. Maintenance was not,
however, done on = continuing or established basis. TFunds
for mzintenance came from the Motor Vehicle Fund and not from
the Bond Act revenues, This Notor Vehicle Fund was created
by the 1917 legislature and was the sole source of maintenance
funés.

The California Highway Commission in its First
Biennial Report has several comments upon the statutes and its
enforcement which malte very interesting reading because it so
plainly applies to our present day problems, now magnified
numerous times.

¥The Commission has no perticuler comment to make
concerning the Motor Vehicle Fund save that as stated under
the caption *Maintenance,! the portion which the commission
receives for state highway maintenance is not sufficient to
make the necessary repairs and improvements. The needs due
to increasing traffic are advancing faster than the fund
increases.

#The commission believes that in generzl the provisions
of section 15 concerning the permissible loads which may be
carried are reasonable for all parties concerned. The diffi-
culty is in the non-observance of the rules prescribed by the
act and the inability and in some cases the negligence of the
police authorities in their enforcement.

#The commission believes that until a number of
inspectors are appointed by the state to enforce the law, and
the number need not be very large, the highways are bound to
suffer from the selfishness of the owners of trucks and tractorse.
Such owvners represent an extremely small proportion of the users
of the highwaeys and there is no good reason why they should be
permitted to overload their vehicles or cut the roads with

their traciorse.

"y force of 2 dozen stete inspectors whose sole duty
is to enforce the provisions of the Motor Vehicle Act would
correct these evils quickly. The locel authorities can not do it.

"Thig section which does away with the old ten-mile-
per-hour speed on bridges, etc., is 2 marked improvement. The
lack of necessity for sucg_ipigg_ggggg_limit in such cases is
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apparent since this commission in the year and a half period
since the law became effective has had but two applications
for restricted speeds on bridges. The thirty-mile-per-hour
speed now generally allowed on bridges seems to be reasonable.

"The provisions of section 32 require the commission
to hold hearings to determine whether the licenses of opera-
tors or chauffeurs convicted of driving motor vehicles while
intoxicated, or convicted for the third time in a calendar
year of speeding, shall be revoked or suspended.

"The same jurisdiction is given to the commission in
cases of reckless drivers or of persons incompetent or unfit
to operate motor vehicles because of & mental or physical
infirmity or disability.

"To take care of these metters praptly the commission
has decided to have a single commissioner, usually the member
residing nearest to the operator involved, hear the case and
report thereon to the full board at its next meeting thereafter.™

In Inyo~Mono such maintenance of the newly constructed
roads as was done was done by the construction day labor crews
during the winter months and in the early spring.

John Underwood remains the best remembered of the
early foremen in charge of maintenance and his best remembered
characteristic was that of chief worrier. It seems that he
felt deeply the charges put into his keeping so that the lines
of worry continually etched themselves upon his troubled brow.

In the spring the state forces went out and broke
their way through the snow and fasllen trees until they had the
road open. Then they would double back and patch the holes as
they found them using ash and cinders. There were no established
camps for maintenance crews. The usual force consisted of from :.
two to four men equipped with four horses, tow grader and a
camp wagon. They would travel along meking repairs and grading
as they went. Bishop and Bridgeport seemed to be meintenance
headgquarters but were probably only so as the permanent homes
of tThose men working on meintenance.

Engineer C. C. Boyer who was in charge of all con-
gtruction operations in this area maintazined no particular
office. He headquartered in Bishcp but his work had taken him
2ll the way from Division Creek on the south to Leevining on
the north. He was both superintendent in charge of getting
the work done and resident engineer in charge of getting the
work done right. His only [ield 2ide wes in the form and
person &f Harry Nelson who was apparently in charge of commis-
sary supplies and generzl timekeeper., His work at Bishop on

mcal reports and payroclls waes sandwiched in between his
TR e
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~ strenuous field work. In general he did much work in making
short changes in location, staking construction and resetting
construction stakes, and collecting field records of time put
in by the labor forces. He had the ability to turn out =
tremendous amount of field work.

In those days the Boyers not only maintained the
ffice (in their own home), but with Nelson's help Mrs. Boyer
handled all office work, including meal reports, requisitions,
certain local Division Purchase Orders, receiving records,
payrolls and all other accounts. She also dispatched supplies
from Bishop, to the camps and kept forms, which provided for
their later accounting through meal reports. She seemed to
revel in this work. As shown by the positions which she leter
held with various firms in Bishop, she was and is a very
capable woman. The Highway work, which she performed, was
done without compensation.

There was no officiel highway office in Bishop except
the living room of the Boyer residence. Boyer, in addition to
his construction duties, also found time to engage in recon-
naissance survey up the Rock Creek Gorge as a future possible
slternate to the steep Sherwin Grade. One of his early
Ffecommendations was to by-pass the City of Bishop which showed
remarkable foresight considering the times. His recommendation
was not acted upon as it was then felt better to go along with
the people in their desire to have the highway go through the
business area.

Each fall after the end of the construction season
Boyer would be recalled to the vicinity of the District O0ffice
at Fresno for assignments in that zrea during the winter months.
The opening of the spring construction season would be heralded
by the return to Bishop of the Boyers. The spring of 1919 was
different though. Division Engineer TWoodson retained Boyer
in his Fresno office as first assistant to Mr. Woodson. In
his stead, however, Woodson assigned R. S. Badger to the
construction work in Inyo-Mono. Dick Badger was zn engineer
of experience and plunged right in on hcldover work from the
past year and organized for new work to do.
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DICK BADGER

In contrast to the previous two years, 1919 loomed
large with work to do and with visions of things to plan
for iIn the future. World War I was a thing of the past and
all thoughts could now be concentrated upon constructive
ventures.

New work authoriged for day labor during the year
1919 included work from Whisky Canyon to McGee Creek in Mono
County; from Round Valley to Mono County line in Inyo
County and from Independence to Division Creek also in Inyo
County. '

The project from Whisky Canyon to McGee Creek was
the largest in nmonetary value yet undertaken in this area.
The sum of $100,743 was expended for construction of this
7.61 miles project. It cost an additional 45,188 for con-
struction engineering.

The grading of the Round Valley project which was
over a distance of 5.84 miles cost the State $47,780 plus
£2,701 for engineering.

From Independence to Division Creek, a portion of
which totaled 2.73 miles, was graded for $16,481 plus
£794 for construction engineering.

The first employment cards available in currentd
records are for this year 1919. The wage scale paid on
State highway work seemed to vary somewhat in that often
as not two wage scales were available for a single classi-
fication. As taken from these early employment cards the
wage scale was as follows:

Truck driver $4.00 per day

Laborer $3.75 & $4.00 per day
Concrete laborer $4.00 & $4.25 per day
Teamster $4.00 & $4.25 per day
Dumper £4.00 & $4.75 per day
Flunky $3.50 & $4.00 per day
Barnman $17.50 per week & Board
Driller $,.00 per day
Rollermah £4.25 & $4.50 per day
Blacksmith helper $4.00 per day
Powderman $4.25 & £4.50 per day
Carpenter helper $4.25 per day

Plow shaker $4.00 per day
Blacksmith £4.50 & $4.75 per day
Painter £6.00 per day
Cerpenter £5.00 & $£8,.00 per day
Mixerman - —3%L.75 & $5.00 per day
Mechanic $4.25 & $6.00 per day

Steam expert £6.00 plus Board
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Generally it appeared that board was charged for at
the rate of §1.00 per day. Cooks were paid on & weekly
basis varying from $21.00 to $22.75 plus board. A waitress
was once hired at $17.50 plus board, per week.

Sub-foremen received the magnificent sum of $4.75
per day for their efforts. The various foremen received
remuneration apparently dependent upon length of service.
Weekly foremen salarieg all included board plus cash in the
amounts of $28.75, $30.00 or $31.50 per week, Foremen carried
on the payroll at this period included C. M. Stewart,
R. Marshall, H. C. Patterson and Jim Gleason,

Foreman Stewart's separation card shows that he was
suspended on September 20, 1919. His card further shows under
remarks "Good." Whether this notation referred to the fact
that he was a "good" man or whether it was "good" that he was
suspended is a fact that will probably never come to light.

C. C. Boyer's salary was listed as $36.20 per week
plus board. After June 20, 1918 he received a raise which
put him at the magnificent stipend of $49.70 per week plus
board. (Editor's note: There were no withholding taxes.)

Fhile the highway construction work was still under-
taken by day lebor forces one notable change in the mode of
operation was edging its way into the picture. W¥ith the
cessation of hostilities in World Wer I there became a
surplus of army trucks. The State of California was not
slow in acquiring a supply of these trucks as well as other
surplus items which could be put to practical use. Thus it
came about that the army truck largely displaced the team
and wagon in highway work. The increased use of these trucks
naturelly helped along the use of other mechanized egquipment.
Camps no longer had to be within two or three miles of the
work as Ford and pickup trucks could now transport the men
longer distances.

Mass production of an early type consisted of haul-
ing the lightweight Mono Craters' esh and cinders in large
army trailers. Three of these tresilers were hooked together
end the resulting trein was locomotived by a track laying
tractor. In order to further increase production these
troilers had their cepacity greatly increased by the use of

igh sideboards.

TWith Dobbin furnishing the motive power it was no
surprise to find such picturesque titles of workmen as
flunky and barnman on the payrell. But with the retirement
of Dobbin to other endeavors and with the increasing use of
gasoline powered equipment z new classification zppeared
on the payroll in the form of meehsnic. Instead of hauling
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hay and ozts it became necessary to supply gasoline and oil.
In place of harness it was tires which were needed. Repairs
to trucks were not only a necessary procedure but an extremely
common one. To make repairs, spare parts were needed and

also during inclement weather a place was needed to protect
the equipment, the mechanic and the various parts which would
be strewn about the wvehicle.

From this very real need developed Shop 9 as it is
known today. The first mechanic was one known, presumably
from physical attributes, as Slim Davis.

4s far back as during 1917 the need for reezl estate

in the Bishop area was realized. This need culminated in
the purchase, in fee, of a parcel of land 100' in width along
the highway facing west and extending easterly for a depth

f 150, This lot was strategically located just south of
the south city limits of Bishop and was purchased from George
and Mebel Clarke. The purchase date was January 15, 1918
and the price paid for the land included the right to the
water on or under the land, a right which was to become
almost invaluable in the light of the future history of
Cwene Velley.

Dick Badger, being of & different personality than
his predecessor, desired to have some form of a permanent
office or headquarters, ratner than carrying his office
under "his hat." Turthermcre, Dick aspired to bring all of
the cost data, records and reperts up to date and found thet
this could not be done in the back seet of a2 Ford nor in =a
hotel room. State highway business was becoming big business
now and its future continuance coculd well be prophesied.

Ls & consequence of the growth of {the highway
business an office was constructed in the southwest corner of
the 100'x:50" purrcel of rcel estate as the first highway
cffice. It was constructed of new materisl throughout and
consicted of 1-1/2 or 2 rooms depending upon how one looked
at this fledglirg office building. One hzlf of the office
vae fer the clerk and the othner half for Badger. It was in
the seclusion of Bzdger's private office that he pileced
together final reports and costs of 211 of the previous day
labor projects. It was here thet he kept the records on
going jobs and laid the plans for future. Unlike Boyer,
Pedger inspected 21l of the work from time to time but also
found himself in the office et regular intervals and vimes.
Dedger vwas alsc given authority over the survey party work.
Divigion Engineer Woodson at Freesno brought pressure to
bear on Dick to purchase a typewriter presumably to correct
the readability of Badger's reporis. Hurry Nelson became
e resident engineer in charge of work and was the field man
for Badger. Nelson's energy was such as to astound others.

-
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Badger tried to follow Nelson over rough ground in the field
but every time Badger put cut extra effort to catch up,
Nelson would simply let out another link and stepped that
much further end faster.

The first office help, or assistant, was & conviviel
clap by the name of H. O. Rhineheart. When H. 0. tecane
sufficiently indoctrinated with the practices, procedures
and policies of the Division of Highways he was given the
authority to sign dey lebor checks, an zuthority heretofore
restricted only to Mr. Badger. Thus MNr. Rhineheert became
not only the first office assistant but also the first chiefl
clerk of the Division of Eighwayvs east of the Sierras.

For the general storage of trucks from World War I
bomb shelters were purchased snd installed on the lot. A
small gas and oil house was erected to house and dispense
these supplies as needed.

4 combination warehouse and garage building 28! wide
by 64' long was built to take care of the supplies and to
provicde working space for the mechanics in providing for the
needs of the mechanized construction feorces. This building
was eventually moved end now is the Shop 9 office. In this
moving one half of its length mgsteriously disappeared or
evaporated., Constructicn data are very vague as to the time
these buildings were zectuelly built but there seems to be
some credulity in the fact that this garage building was
erected in the 1918 seesson thus making it the oldest building
on the lot. The two room building, which is the forerunner
and actually is part and parcel of the present District Office,
becores the runner up for age laurels. This two room building
is now the District Engineer's office and the file and
recepiion room,

Badger rented a furnished home in Bishop butl spent
about four days of each week, during the summer season, on
the road at construction camps or at stopping pvlaces such
as Farrington's Hench, Menc Lzlze Lodge or the Bridgeport
Hotel. The engineering crew, consisting generally of one
instrument men and two cheinmen, usuzlly camped in tents at
the congtruction camps and took their meals there. O0Of course
cach had his own bedroll and canvas cot. On contract work
the engineering force generally included an extra man, who
worked in the field tent office or hdped on surveys. At times
all turned in to get up estimates. These men either boarded
with the contractor or =zt some convenient ranch or town.

In general the day laboi constructicn camps were of
tents. In the case of the kitchen, and sometimes the dining
room, a frame, which was sectionized, was used to support the
tent. Such tents were rarelx.$teered. Sleeping tents were
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- standard or Army surplus. Bunks or cots were used, according
to the circumstances and the choice of each man. Generally
energy and interest determined the type of accommodations
which each individual provided. Cook tents were sereened and
generally the dining tent zlso. TVcmen were cooks, in all but
one camp, where a German by the name of Gross held sway for
some time. The fcod was good and mighty well cooked. The
camp which was set up each year tc repair Leevining Grade was
loczted at Warren Creek.

At each camp other than the one at Warren Creek the
stable consisted of pole constructed feed racks, with dividing
poles to aid the segregetion wherever an enimsl was known to
be obstireperous. Horse drawn graders, A-horse Fresnos, road
plows, supplemented with hand drills and powder, provided the
meens of turning desert and side hill into traversable highway.

The people of the Eitste of Californis were using and
enjoying their new highways but they were fast learning that
good roads do not come cheaply. Through the medium of the
press and their Chembers of Commerce, Good Koad Clubs, etc.,
the people were kept informed of the progress of the highway
program and of the status of funds from the two bond issues.
More funds were going to be needed that the prople well knew
and they were going to be willing to raise this money. From
the tone of the times it seems well established that the
original progrem would be finished. That an actual completion
of highway construction was to be accomplished seemed to be
in the thinking of the people. The unprecedented increase in
volume of vehicles and size and weight of trucks were not
only unforeseen by the engineers but, likewise, not considered
by the public.

The proposed financing to complete the original
program was to be $20,000,000. £&n additional $20,000,000 were
to be zdded to this for the stert of a new program. To
amplify thig thought of completing the original system this
proposed bond act was to provide that if all of the proposed

$20,000,000 were not needed to complete the originel program,
t:en any balance would be used on the new program. Nothing
vas seid as to what would happen if more than $20,000,000
were needed to complete the originel program.

This bond act specified in it the actual highways
thet were to be constructed as a pert of the new program,
East of the Sierras and in e desert regions roads from
Big Pine %o Oasis over FWestgard and Gilbert Summits, Mojave
to San Bernardino County line znd from Weldon over Talker
Pusc to Freeman Junction were included in the proposed bond
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Much the same activity as prefaced previous bond
act elections took place during 1919 with the exception that
due tc the urgency of the matter a special bond election was
called and held én July 1, 1919 rather than wait until the
regular general election tc be held in November of 1920.

This was the bond issue which would provide the
funds for the completion of the highway southerly from Bishop
to Los Angeles the people of Bishop were told. Jonathan S.
Dodge, Chairmen of the Les Angeles County Board of Supervisors,
was quoted in the Los Angeles Times as demanding: *That it
is the dominant duty of the California Highway Commission to
order the completion of the highwey from Los Angeles on the
south to Bridgeport on the north, extending through the
Antelope Velley and the Owens River Valley to Mojave.®

Supervisor George Naylor, F. M. Hess of the Bishop
Chonber of Commerce znd W. CGillette Scott of the Inyo Good
Roazd Club attended a conference on highways in San Francisco
at which time this conference recognized the need of =
$2,000,000 outlay on the Los Angeles to Tzhoe highway from
Saugus to Mojave and north, and also agreed that $300,000
should be spent in building a good road from Big Pine across
the White Mounteins via Westgard and Gilbert Summits to Oasis.

Meanwhile, with the primary highway program about to
be completed in the minds of the public, and of the various
Chambers of Commerce, various communities and organizations
began to promote their own individual road projects and
programs. Typical of these who were zfter a share of the
new bond issue money were promotions by Bakersfield and
environs for the Walker Pass route, Hanford and Porterville
with their project via vicinity of Mt. Whitney to reach
Lene Pine and Fresno vwith her promotions of the Piute Pass
route endeavering to reach the Bishop area.

The Bakersfield project via Walker Pass was the only
onne c¢f these mountain rocad schemes to gain admittance to the
bond acte.

The electlion on July 1, 1919 showed conclusively
that the people of the State of Californias were solidly
behind her highway program and voted for the bonds by a sub-
stantial majority. In Inyo County only about 20% of the
registered vote was cast at this special election but the
vote went 562 for and 38 against which provided a solid
proportion of nearly 15 to 1 for the bonds.

Ls a result of this election the State highway
mileage in eastern California was increased agein by the
following amounts:

-
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-Route 57 Weldon te Route 23 at Freeman Junction 32 miles

Route 58 Mojave to the San Bernardino County line 31 n
Route 63 Big Pine to Oasis . 39 o

Total 102 miles

Added to the previous mileage in the Inyo-Mono-
Ezstern Kern territory of 293.7 miles the new total of State
highways became 395.7 miles.

As the highway program advanced its way through
Inyo and Mono counties a definite increase in tourist traffic
became noticeable. News of the breath taking beauty of the
Inyo-Mono region was being carried home by the first tourists
who in turn excited the interests of others in this region
of unparmlleled enchantment. The local automobile club
unashamedly predicted that traffic would increase three fold
(what an underestimatel). Highway construction and repair
were not, however, keeping up with the traffic and the tourist
often failed to enjoy to the fullest the bounty of nature
with which this area is so richly endowed because of the
necessity to cope with unsatisfactory rocad conditions.  The
auntomobile editor of the San Francisco Bulletin, Mr. George
S. Daniels wrote, after a trip to this area, "Mt. Whitney and
Owens Valley country are motorists! paradise. Short sighted
policy of Highway Commission defeats its beauty.Y

B W
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FIRST CONTRACTS

As a startling innovation in Eastern California the
California Highway Conmmission reversed its procedure for
projects on E1l Camino Sierra and authorized the construction
of 7.5 miles of highway grading to be done between Indian
Allotment (north of Independence) to Division Creek for com-—
plction under a contract to be awarded after competitive bids..
While this procedure was new to the area it was the generally -
accepted policy for building highways throughout the State as
2 whole. Its ecceptance in Inyo-Mono was not at first whole
hearted. Some people looked with suspicion upon any method
whereby private individuals or companies were enabled to make
a profit on public works. An unknown party writing upon this -
system stated his case thusly: "The system of calling for
bids seems to be ineffective. For all we know the Commission
may have complete information regarding possible bidders and
may provide each one with information in advance.”

Such fears have throughout tlhe years been proven
without any basis in fact and the final proof of the success
in the system of competitive bids has been in a total lack of
scandal or malfeasance in contract dealings. Improvements of
methods of work and the increase in the types of equipment
can be laid to the credit of the competitive contractor which
in turn have caused a decrease in the cost of doing work and
an increase in the amount of road work which can be accomplished

within 2 given period.

Then the bids were opened on Jenuary 19, 1920 for
this first competitive bid project a savings of approximately
$2,200 was initially realized on this Indian Allotment to
Division Creek project. It was estimated by the District
Engineers that this project would cost the State $24,762.25.
The low bid of contractor Ches. D. Soteras for this project
was $22,467.40. This work was for grading only. Subsequently
the oiling work wes awarded to Mr. Soteras so that the final
cost of this project was $37,658. This first project was
assigned contrect No. 266,

For reasons not readily apparent Dick Badger did not
return to the eastern Sierra slopes in the spring of 1920.
However, C. C. Boyer was again assigned to this territory by
Division Engineer J. B. Woodson end it was Boyer who was
resident engineer on the Soteras contract. Just to keep his
hand in things and to avoid having too little to do Boyer was
also in cherge of the cleanup and final finishing on the
Aberdeen to Fish Springs glorified sidewalk traveled way.
In additicn to the above Boyer also kept an eagle eye upon
the completion of the day labor project which had been started
the previous year from Whisky Canyon to McGee Creek.

N
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It was early in 1920 that the California Highway
Commission resolved the vexing situation of the highway route
through the City of Bishop. Boyer wes the leading engineer
in advocating a complete bypass of the town of Bishop. This
bypass theory has become an established fact in late Years
but at that time such a theory was held too radical to be
considered seriously. The choice then appeared to lie between
swinging west from Main Street along West Line Street to a
point west of the built up area, thence northerly as against
continuing northerly over Main Street to the Yaney Corners
(now Texaco Corners) before turning westerly.

The California Highway Commission after studying the
problem and probably somewhat influenced by the merchants of
Bishop adopted the route via Main Street to Yaney's Corners.
The official reason given for this route adoption was that it
would better facilitate travel to and from the railrozd at
Lews.

In mid-March Mr. Solteras started actuzl construction
on his contract north of Independence. The start of this
contract work signalized the end of another significant mile-
stone in the highway history of this romantic region. Never

again was there to be day labor highway construction on the

scale and of the type which had initially gotten Inyo-NMono
out of the sand ruts. Day labor work was too slow and too
costly for the impatient tempers of the now motorized minded
public. This death knoll of the picturesquec but cumbersome
day labor procedures was tolled by Construction Engineer

F. L. Barney of San Francisco when he spoke "Eech ceontract
let on work on El Camino Sierra will be welcome to Owens
Valley people as an indication of earlier results than appear
to be possible under the State's day labor plan.”

The plain truth of the matter was that the contractors
seeing a fertile field of continuing construction ahead of
them were developing methods and machinery so fast as to be
outstripping the engineers. The State cculd not handle nor di
they have the ecuipment to compete with the contractors.

In 2 sense it was too bad to see the old day labor
procedures disappear from the country side just as it was to
see the horseless cearriage displace the horse and buggy but
it was just as ineviteble that the old order would have to
give way to the more efficient, less costly and infinitely
faster contract technigues.

On March 25, 1920, Austin B. Tletcher, State Highway
Engineer, publically reported that of the $33,000,000
authorized under the first two State Bond Acts, the sum of
$£26,€635,590,19 had been spent as of December 31, 1919. This
sum of money had been expended in providing 2389 miles of

—_—
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State highways in that period. His report was further broken
down by expenditures made in each of the counties in the
State. Inyo County hed had £ nt ts State

1

%

ad $109,134.00 spent on
highway system and Mono County had simileriy had
$172,269.93 so expended,

ne sum of

In connection with bond issues an unexpected
develecpment unfolded itself insofar as the counties were con-
cerned. It had not been commonly known or understood that
each individual county would have to stand the expense of
paying the interest on these bonds on the amount of the bonds
vhich were expended in each county. Insofar as Mono County
was concerned this was a staggering blow tc their financial
and tax structure. Superier Judge Pat R. Parker and Assessor
James Borland led the campaign in Mono Ccunty to gain relisf
from this interest payment. Initiative measures were insti-
gated and carried through successfully so that the counties
did not have to carry this interest load.

The bond iszue of 1919 included the takin
Steate highway system the Walker Pass road lesading
Bakersfield to Route 23 near Freeman Junction. The fi
survey on tnis route was started in the summer of 1920, This
survey party.was under the jurisdictior of Harry Nelson as
Chief of Party. Camp was sebt up at Isabella for this work.

Meznwhile, as in cther years, much Chamber of
Commerce music was played concerning the adoption of various
additional roads and routes. The people of Fresno werse
especially ardent boosters for a road over the Sierras wia
Piute Pass, Joint reconnoitering groups from Fresno and
Bishop made some trins cver the summit returning full of
enthusiasm that such a rosd could and should be built.

There was also a lot of talk filterinz down from
Minz and Benton way concerning a proposed road to be built
from those areas southerly into Bishop. That the people
Benton and the countitry =2long the railroad from Benton Station
south were in earnest in their advocacy of the Ut. Montgomery
route between Bishop and Tonopah was demonstrated by a sub-
scription of about $2500 toward its betterment, and mainte-
nance. Messrs. Dehy, Hoskins, Taylor and Neel secured
subscriptions of $4,000 or more for the new Bishop-Tonopah
road via Mt. Montgonmery.

H

Ellsworth Taylor of Benton arranged to begin work
n the new Mt. Montgomery route to Tonopah. A small force,
probably about 10 men, wers kept busy on road improvement
e
atio

between Hammil and Benton Sta

All of these maneuvers were preliminary to this
route being a State highway and exhibited an earnest esndeavor
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on the part of the population in eastern Mono County to have
a good road outlet inuo California. An energetic bus
operator propos sed a convenient and quick communication service
between Bishop and Tonopah via Montgomery Pass. He prcpoged
that the approximately 125 mile trip be made in about 6-1/2
hours and that his passengers would be carried in Oldsmobils
closed cars. In addition to passengers he proposed to carry

F 'd

a taousand pounds more of express. Local truck farmers were
delighted with the prospect of sendinz Bishop vegstables to

Tonopah markets and having them arrivs in a fresh and attract-
ive condition. This was the proposal made in March 1921.

L

-

During the winter of 1920-21, that -5ld lghway
standby Harry Nelson was left in charge of things of a highway
nature in Inyo-lono. With the completion of highway projects
the ever present problem of maintenance kept rearing its head.
Held over right of way problems and other matters continually
affecting the highway made it apparent to District Engineer
Woodson in Fresno that some one would be required permanently
in the Bishop area to look after the highway affairs.

Late in the fall of 1920 it was apparent to all that
repairs to the Sherwin Hill grade would be necessary to
accommodate the ever increasing traffic over this barrier.
Thus in the spring of 1921, Harry Nelson was faced with this

task of reconditioning this grade. Harry and his crew spent
5ix weeks of preparatory wor“. Then later in the summer a
day labor meintenance project was instigated which produced
a new oiled surface up to the summit from the foot of Sherwin
Hill,

Sometime during the past winter C. C. Boyer resigned
his position with the California Division of Highways and
accepted a similar position with the Nevada State Division of
digoways. Boyer will long be remembered as Mr. Highway in

astern California whenever old timers get tegether to compare
notes. He left a definite stamp upon the area by his indefatig-
able efforts to locate and construct a solid highway systen.

Mr. Boyer rose in the ranks of the Nevada State Highway organ-
ization to attain the eminent position as District Bnginser of
the Las Vegas territory prior to his retirement on December 1,

1950,

To replace Boyer, Mr. Woodson reassigned Dick Badger
to this area., Besides sone ma;ntenance work and a clean up
of odds and ends, Badger had three State highway coniracts
during the summer of 1921 to occupy his time and to keep
himself from idleness.

Contract No. 300 was awarded to the Nevada Contract-
ing Company for 19.1 miles of grading work. Previous to this
project the road from Leevining to Bridgeport digressed
easterly around Mono Laks to—weanch Dogtown south of Bridgeport,
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v Sumnit. Contract No. 300
a“d went up and over Conway
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ineering. This change in
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t was by far the largest yet
that part Inye County also,
3 considerably greater than
y- construction in Mono County
system.

ghway contracis wsasre
No. 309 included 11.565 miles

orth of Big Pine to Bishop.

the Nevada Contracting Co.

who was the low bidder. The final cost of this project was
$126,794.

Contract No. 310 was awarded to A. J. Grier for
grading and placing a 15' bituminous macadam pavement from

to the Round Valley Boad, a2 distance
of 8.37 miles. The final cost of this project which was
$277,332 placed it at the head of the 1list as the most
expensive project yet undertaken in this region.

Bishop via Yaney's Corner

While not in the Inyo-Mono region and yet an area
eventually to be incorporated into the territorial boundaries
of the yet to be formed hizhway district was the area in the

vicinity of Mo jave. IHojave was the south goal of the Inyo-
Mono region. It was long “ealived that if an all weather
surfaced road could be pushed southward to Mo jave that the

isolation of the Inyo-Mono area would be forever removed. The
road from Mo jave southerly was, in 1921, under the jurisdiction
of Division VII under Division Engineer S. V. Cortelyou at

Los Angeles.

As a part of that Division's construction program a
contract was let in 1921 for the grading and paving from the
Los Angeles-Kern County line northerly through Rosamond to
Mojave, a total distance of 16.73 miles. Under this contract
(No. 280) a 15 ft. wide concrete pavement was provided for
public traffic., Lynn S. Atkinson was the successful contractor
and the project cost the staggering sum of $459,375.

o
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As indicative of bimes, ecarly efforts in marking
the highway routes were reporited thusly: ¥G. H. Dusenberry
and L. A. Hazard started ocut Tuesday morning with trailer
and tonneau loaded with road signing materiazl to be placed
along the route between Lone Pine zand Mo jave. Each mile of
that stretch will be marked with either Hazard's copyrighted
red fish or board showing the distance to Dusey's where th
is ?3iverything for Men but Wives and Whisky.! U. G

is signing the road to Bridgeporbtt-

Smith
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That the county rocad system sihould be orgznized
under a single head was early recognized in this area. This
matter was brought to the forefront by the local newspaper
when it reported in its cJ¢umns as follows: "That the present
system of road construction in this county should be supplanted
by a competent road eng:eer was the unanimous expression of
tne Independence~Mansanar Farm Center, in session at IﬂdependﬂﬁCﬂ
Friday night.se.ss...inasmuch as the Register pioneered this
idea in Inyo we are gratified that it is being taken up by the
farm centers. A sufficient showinz has heretofore heen made
to the supervisors to justify their actioNeces ..

before this

Unfortunatsly it was nearly 26
c culmination by

particular matter was brought to a suc
the Collier-Burns Highway Act of 1947.

Badger's office force by now had

tself; 111 was confined to one clerk, sa
d
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Mr. H. O. Rhineheart. Beczuse of the multitu
connected with Mr. Badger's highway duties, it was imperative
that he turn over as much of the detail as his clerk could
assimilate. This worked out very satisfact lw until
Mr. Badger authorized Rhineheart to sign ch s for day labor,
supplies, etc., from the revelving fund. Tt apparently was
too much for the young Rhineheart. Armed with his new
authority he found it easy to purchase a fancy wardrobe and
other items of a personal nature on credit with the Bishop
merchants and then proceeded to draw out the entire revolving
fund in a check drawn to himself, a procedurs which the bank
was instructed not to allow. Needless to say Owens Valley saw
no more of H. 0. Rhinehdart, he having quietly and swiftly
departed for healthier climates. The newspaper described the
highway's predicament rather tersely: "The local highway offxke
has been kept busy straightening up its routes left in bad
conditicn by Rhineheart, the young man who is beinz looked for
by officers of the law., Mr. Crosby, recently arrived here is
the clerk in charge."™ The only pertial recompense of this
sordid affair was the cashing by the State of an expense
account due the lately depzrted Rhineheart.
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Somewhere previously Dick Badger had worked for, over
or under a self made clerk by the name of W. A. Crosby. Their
association together was with some joint irrigation district.
They must have hit 1t off together adamirably because Dick,
nearing of Crosby's idlehusa, offered him the clerk's jod in
Bishop. Croshy, affectionately and familiarly known as Bob,
never having been in this country came over without any
particular ideas of Suﬂylng here but more to see the country
than for any other apparen®t reason. Once having gone to work

3

however, the country got under his skin and he settled down

) 7

in an effort to make of himself e native. Marrying a local
girl probably had as much as anything to do with his becoming

eligible to vote in Inyo Coumty——
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Impatience with the progress of the State hizhway
system prompted the Inyo County Board of Supervisors to pass
the following resolution at their regular meeting in
Independence on December 5, 1921:

"Whereas, it has been called to the attention of the
Board that a large block of the State highway bonds have been
seld, and that the proceeds from the sale of the same are now
available for considerable highway construction; and

"Whereas, the citiz and officials of the County
of Inyo have been more than patient in the anticipation of the
construction of the State highway into and through said
county; and

"Whereas, the Board of Supervisors has consistently
upheld the work and attitude of the te Highway Commission,

0

o1y
Sta
and the officers thereof in their endeavor to do the best
eretofore existing; and
¥Whereas, this Board of Supervisors now believe that
the County of Inyo is justly entitled to more consideration
in the immediate construction of a greater portion, if not
all, of the State highway provided for and contemplated into
and through this county, and

"Hhereas, there are at the present time many idle
men in serious need of employment and available for road
construction,

"Now, therefore, be it resolved, that this Board of
Supervisors would appreciate some immediate information
relative to when and where a considerable portion, if not all,
of the State highway contemplated into and through the
County of Inyo can and will be undertaken, that the matter
may be given more intensive consideration at the next regular
meeting of the Board of Supervisors to be held on Monday the
2nd day of January 1922, and

"™Be it further resolved that this resolution bhe
forwarded to C. C. Carleton, Acting Secretary of the Highway
Commission, and also that copies thereof be forwarded to
Commissioners N. B. Darlington, Chas. A. Whitmore and
George C. Mansfield, aznd to Austin B. Fletcher, Highway
Engineer."
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SECESSION FROM FRESNO

Follow—-ups on the resolution adopnted by the Bozrd of
Supervisors in regard to why more money was not being spent
on the State Highways east of the Sierras broughtforth into
the light just about what the Superviscrs expected when they
adopted the resolution.

The newspapers came up with information which prob-
ably shocked those who figured that the bond issues were
going to provide a completed highway system. In this respesct

the following is quoted from the January 26, 1922 issue of
the Inyo Register: ®STATE ROAD FUND FOR THIS SLOPE NEARLY
USED UP. Fully a third of El Camino Sierra likely to be
untouched is present outlock. It will be something of an
unpleasant surprise to many to learn that the contracts

already let for construction along El1 Camino Sierra will
pracitically exhaust the money allotment to roads on this

side of the Sierras....there was 2z vague impression once,
that eastern California would get out of the road bond issue,
a reconstructed highway all along the eastern base of the
Sierras as far north as Bridgeport at lsazst and with a good
deal of it concrete surfaced.®

The big push on the part of the citizens of Inyo-
Mono was for a paved road southerly from Independence to
connect with the new highways leading to the large centers
of population in Southern California. The roads northerly
from Los Angeles stopped for all practical purposes at Mo jave,
The ever increasing efficiency of the motor wvehicle was
beginning to make restless the population of Owens Valley and
the Mono mountains. MNot only was it their desire to get out
and view the rest of the world but the beginning of a tourist
trade was in the making. People once able to view the
marvels of this inspiring country were telling their friends
and increasing numbers of the more hardy motorists were find-
ing their way into this wonderland.

The town of Mojave held a big road boost and celebra-
tion day on May 21, 1922, Considerable sport with food and
entertainment was the order of the day with celebrated big-
wigs of Los Angeles and Kern Counties being present as honors
guests. Inyo County toock zdvantage of this cslebration to
attend in force to press their interest in a highway to the
north, In this consideration Inyo County was joined by the
citizens of the town of Inyokern who were lobbying for con-
struction from Mojave to Red Rock Canyon., The people of
Inyokern had banded themselves together and by the force of
their community spirit to say nothing of their joint funds and
‘sore hands had graded a road from their town southerly to the
head of Red Rock Canyon. In fact the portion through that
scenic jumble of multi-hkued rocks was really only opened to
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motor traffic a week before the Mojave Celebration thus
affording the weary caravan a respite from the perils of
desert sand and sagebrush through which most of the road
traversed.

It should be brought forth to mind that slthough
lared toc be a

the road from Mojave to Indevendence was dec

State highway, and as such was designated as State Route 23,
it was still not a State highway until the State Highway
Commissionrn actually spent construction funds upon it. No
State maintenance funds were spent or work domne on the
existing road, if in fact road existed. Thus for all

o o

practical purposes unless highway was actually built in
those daye by Htate funds zny road which might have existed
was 8till nobody's child. Thus it was that In

build a road and it was theirs, not the State's
couwld build a road where none existed bhefors, o
en existing old road, and even if it was on the
of the State highway it would still belong to %
builb it.
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State maintenance funds would not be expended on 2
road unlegec that reczd rad been first constructed as a State
highway. Including a road in the State highway system in
the early days did not imply State maintenance until the road
was built by the State. Thiszs concept graduelly changed as
the years went on because in the laster years whenever a road
was added t¢ the State system such =z road usually actually
existed. In addition, when roads were added to the State
system it wes vsually specifically specified that they were
being taken over for maintenance. There are sitill unbuilt
portions of the State highway system end presumably if some
other agency would like toc censtruct roads over tlhese phantom
routes, the State would then take them over for maintenance.
Such unbuilt routes as are still with us are generally con-
fined to mountainous areas where any considerable generaticn
of traffic is exceedingly unlikely.

The verious Chambers of Commerce in this region
continued unceasingly to play for the completicn, cor at
least a major start on the Mojave tc Independence hizhway as
the mosgt important highway improvement. In trying to

influence those who had influence the Inyo-Monc Chamber

groups found it expedient tc detour their campeign to aid
those whose road interests lay slishily celsewhere. In this
regard it was necessary to side with the Fresno groups in
their efforts to promote the Piute Pass road from Bishop to
Tresno.

After a trip over Piute Pasz the President of the
Frezno Chowher of Commerce publicly stated that "Tioga Pass
will not compare with the 2Piute Paess route for scenic beauty



and grandeur," There are plenty of pecople who will esgree with
his statement. The road building preblems over Piute Pass
are of a magnitude not yet attempted. During these years each
new guess at the cost of the Piute Pass highway raised +he
total., In 1922 the letest guess at the cost set it at ons

million dollars!

While the B
campaign tied into t
Piute Pass plans, Leone

Chamber of Commerce had its highway
asno Chamber of Commerce and

ne Chamber of Conme ce also had its
nnection with the Porterville Chamber
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divergent sidelight in co

of Commerce and their trans-Sierra highway plans. The sner-
getic Porterville Chamber of Commerce predicted tha®t it would
not be at all surprising if i* should be first to be opened
among the proposed new trans-Sierra routes. Such a road has
not as yet been built; neither has Piute Pass.

As far as actual hi B
the two Nevada Contracting C n
and Big Pine fo Bishop which e started in 1921 were com—
pleted during this sunmmer of 2s Lo Ji Orier was still
engaged in his macedam pavement project from Bishop to Round
Valley and so much difficulty did he encounter with thisg
contract that it was not until the summer of 1923 that he
finally completed the work. A job which hangs on unusually
long is often likely to produce claims, disputes and bad
general relations. This project was no exception. Grier was
continually going over the local engineers'! heads 4o Szcramento
for favors which he never obtained but which only added fuel
te a rather unfavorable fire. The project was completed
according to plans and specifications and a good riding pave-
ment was obtained in spite of personal differences.

v constructicn was concerned,
¥ contractis, Conway Sumnit

Only one new projesct was let to contract during 1922
in this area. This project was for grading 11.£2 miles to
connect up from the 8" Portland Cement concrete pavement
project at Fish Springs Schrool northerly through Big Pine to
a pecint northerly thereof to tﬂe Nevada Contrzcting Company
jobs The final cost of this contract was $84,598 which
contract was awarded tc Recdmond, Page and Pond of San Francisco.

This project was somewhat delayed in being advertised
for bids because of right of way problems through Blg Pine,
The counties were still acguiring the actual right of way after
being told by the State highway engineers where such right of
way was to be. It required a transfer of county funds in
the amount of $6,000 to clear this right of way. Then, as now
county funds were not overly plentiful and while the counties
were 2ll in faver of State highways there was =z gathering
momentum for the removal of th¢ right of way burden from the
counties and to place it upon the State

- b B



For the most part the year 1923 was a repetition of
the year 1922, No nev State highwey contracts were awarded
so that the only construction projects in effect were the
completion of the A. J. CGrier job north of Bishop and the
Redmond, Page and Pond corntract at Big Pine.

During the pericd of 1921 to 1923 when Dick Badger
in charge of the highway affairs of this area he also
the hiring and overseeing of the survey party work which
something that Boyer did not concera himself with doing.
Most of the old reccrds are gone but there is a set of
employment cards which lists, for the most pert, the engineer-
ing employees of that period. Most of these cards are
signed by Dick Badger althcugh quite 2 few are signed by
W. A. Crosby. Most notable of the latter is the one where
Mr. Crosby signed up one W. A. Crosby zs Assistant Resident
Engineer thereby removing himself from the clerical lists to
the Engineering list.
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Little is known of the actual activities of these
early era engineers other than their titles which give some
clue as to their work. Resident Engineers listed include
W. F. Chapman, J. C. Nurse and W. K. Reed. Assistant Resident
Engineers were L. D. Kelsey, A. R. Swallow and Zustin Wonacoti..
G. B. Upton weas Chief o¢f Survey Party. H. W. Kieth was locating
engineer, W. T. Rhodes was an instrumentman. Levelmen were
J. B. Kirk end G. C. Harden. Jack Fisher, Ross Westbrook and
J. A, Whyte were rodmen. Chainmen were plenty and included:
Cordenic Correll, F. J, Davis, G. T. Dieterich, H. R. EFllston,
Harold Eubanks, McKinley Baker, Paul D. Beck, Charles Forbes,
George A. Green, Homer Halleck, Noble Harrah, John W. Hutchkison,
Frank Kinicn, John LeBarge, Charles Martin, Ronald McKeen,
Oscar McKeen, Clifton McMillan, Frank Millner, Almon Moxley,
Albert Ray, Norman Rehm, Bevet Rowan, Vernon Sherwin, W. C. Smitk,
J. E. Thompson, Albert Wilscn, Dwight Wonacott, and R. C. Wood.
2xemen listed then were Lawrence Miller and Ralph Ray.

Not all of the above personnel were on the payrcll at
one time by any means. A considerable number were employed
only for a short duration. The turn over was heavy.

Chamber of Commerce activity was still strong over
the Piute Pass and the Mr. Whitney trans-Sierra highways. The
activities in promotion cof the Piute Pass route even went so
far as to have Assemblyman Herbert McDonell of Fresno draft a
bill in the Stzte legislature to provide funds for a survey of
the Piute Pass route for a road of approximately 32 milesg in
length,

The proponents of the Mt. Whitney pass road from
Lone Pine to Porterville succeeded in attaining a lively
hearing before the Inyo County Board of Supervisors. These
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supervisors all were in faver of such a road at State enpense
but finally decided to defer any decisive action on their part
over until thelr next meeting. At the next meeting any
posivive action was kissed off.

Continued cooperation with the San Joaquin valley
towns was openly expressed by Inyo-Meno groups but all of the
time the main cbjective was still the road south through the
wide open spaces to connect to the outer world. Being tied
inte the highway affairs of the San Joaquin valley was not
to the liking of the people of the eastern slopes. While the
highway office in charge of this arez was in gsno it seened
apparent that the Fresno azrea was going to ge 2
first of whatever plans were handed out. No ticism of
Division Engineer Woodson's administration in Inyo-Mono was
made but it was felt that better and bigger things could be
done for this area if it had its own highway office. TWhile
Dick Badger did a good job of running things in this area
it was still not his decision to make.
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In order toc gain their objective of a paved highway
outlet to the socuth the local pressure groups adjusted their
tactics to a different angle than heretofore taken. Rather
than pull for direct allotments for the Mojave outlet, ground-
work was laid tc promote a new highway division with head-
quarters at Bishop. Originally there were seven highway
divisions but wit:i the forming of an eighth division with
headquarters at San Bernardino it appeared toc the local
people fthat there was no sound reason why a ninth division
gould not be established at Bishop.

Farly in 1923 the Mono County Board of Supervisors
let a road contract to James G. Dehy for grading a county
road from the Inyo-Mono County line north of Laws northerly
through Chaelfant Valley, past Bentcn Station and on to the
Nevada State line to connect with the Nevada road over
Montgomery Pass. Tais project was a little over 32 miles in
length. The contract price was $16,000 which price was to be
supplemented by an allowance of §1,000 for finishing and
other necessary expenses. It should be observed that the
county got its money's worth of road. The financing of this
contract probably was scmewhat involved and considerably
unusual as the account of this project states that the
additional costs over and azbove the contract price (just
what these additional costs were is not clear) were to be made
up by interested owners anlong the line. Mr. Dehy apparently
made a good coniract as nhe was reported as having made very
good progress with his job.

Dick Badger, while not having as much construction
activity as usual going on under his jurisdiction, was

;o

constently engaged in the increasing problem cf maintenance
of the growing list of completed contract projects.
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Maintenance weas still concidered in the main as a stepchild
of the highway department. The maintenance force was com-
paratively small, often as low as a scant half dozen men,
but they were constantly busy in repair ring the roead.

The Bishop office force continuzd *o consist of
Dicl Badger and his clerk Bob Crosby. Cresby?s interest in
matiers concerning highways was at that date consider rably
heightened by the fact of hi ow*e“?ﬁib of & 1923 edition of
today's "hot rod." His low cut classy automébile was one of
the wonders of Bishop - wonders how come Bob managed to stay
alive.

3

Crosby held his position on s sc-czlled eme
or temporary basis as he was without civil servi
It was never guite clear whether Bob ever actual y
civil service examination ¢r not and if he did whether he
passed such an examination. At ony rate Bob's work was so
satisfactory that Divisicn Engineer Woodson took a perscnal
interest in trying to forestall the day of Bob's departure.
The civil service commission finally caught up with Bob in
1923 &nd advised him that his services would no longer be
tolerated. During the short period that Bob was "available®
on the streets of Bishop he was offered the position as
head of the Bishop Office ¢f the Automobile Club of Southern
California. Bob still holds that same job today although
it is sometimes wondered if Bob feels that this job was also

a temporary job.

The Inyo County grand jury at its meeting in June
of 1923 turned its attention away from purely county affairs
and studies to pass on road building advice to the engineers..
Quite probadly because of the fact that the only Portland
cement cencrete ravement built in this area was constructed
only &' wide, whereas the only bituminous macadam built was
placed 15' wide, the jury felt it incumbent upon themselves
to recommend that future roads be paved wiith mecedam rather

than concrete.

Probebly the most significant acticn concerning
highways on a state wide basis was the initisl development
of a pay-as-you-go financing plan by installing a tax on
gesoline for highway purposes. As far back as 1919 the
California Highway Commission had recommended & tax on
gasoline as a means of permanently financing highway obliga-
tions. At that time the people at large felt that the high-
way program was coming to an end and that such msintenance
work as would be needed could be financed from the motor

vehicle registration fees.

In 1922 the Californis- Highway Commission warned the
public by means of its Biennial report that the $40,000,000
bond issue was being rapidly depleted and that allfornla was
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faced with future expenditures of millions of dollars. It
further notified the pecple that the time had come when a
new method of financing Stzte highways would be necessary.
Sentiment among public thinking people was beginning to
crystalize for a gasoline tax which would obviate the bond
issues and place the State on a pay-as-you-go basis,

3

long neglected county or feeder roads. Up to now the

money had been primerily spent on the main line or Sta
Highway system. Increased traffic had by no: focusead

attention upon the under-developed side roads.

Crystalizing as it was, it had not completely
jellied with respect to State highways. With the talk of a
rnew form of revenue the countics were the first to realize
hat here was a scurce of revenue as et uht apped and they
should get their feet in first to prov1de funds for the
n
t

With legislative acticon due in the spring of 1923
upon the gas tax the cetnties saw to it that one half of
the sum raised would be applied to the counties for exclusive
use on county roads. Consequently the bill as finally sub-
mitted to and signed by the governor was for a 24 per gallon
tax on gasoline of which one cent was to be used for
mzaintenance and reconstruction of State highways and one cent
was for the improvement of county rcads. The people think-
ing through their elected legislatures were s3till, in spite
of dire warnings by the California Highway Commission,
optimistically believing that the previously enacted bond
issues would finance all of the desired new highweys. Even
so optimistic were they that their "booster clubs" were still
clamoring for new and as yetlt undeveloped routes to be built
and financed by the State.

By this ges tax legislation it was now mades clear
that #ke highway department was to be a continuing governmental
entity even though a considerable portion of the people still
clung to the figment that some day the State highway system
would be completely constructed. By providing for a contin-
uing and substantisl source of funds for maintenance it was

obvicus that the highway department was to be kept in business.

Because of this permanent feazture it is helieved that
a Division Office was considered for Bishop. The very isola-
tion of this aresa made administration difficult from a remots-
control center at Fresno and made it more attractive and
practical that a headquarters for the eastern Sierra region be
established. Bishop was a natural choice bothk from a geograph-
ical standpoint and os a place for gersonnel to live. :

The Bishop Chamber of Commerce through its Director
J. T. Bernard took credit for the eventual establishment of

the Bishop highway office, acting through the good graces of
-‘—-—__./-__._-—-_
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Highway Commissioner Harvey Toy of San Francisco but it mugt
also be admitted that the California Highway Commission
through its State Highway Engineer had already made a decision
as to the neceasity of establishing such a heedguarters at
Bishop for the proper administration of its affairs,

In any event, on October 11, 1923, State Highway
Engineer R. M. Moriton, successor to Mr. 4. B. Fletcher,
announced the formation of Divigion IX at Bishop to include
the highways in Mono County, Inyo County and the eastern or
desert portion of Kern County. With the announced statement
of this Division guite properly comes the end of the "0l4
Testament™ in the History Story of District IXs
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FRANK SOMNER

The State highway mileage esntrustesd to the care of the
fledgling highway district totaled 458.7 desert and mountailn
miles. This mileage was gathered together from the original
surveys and did not take into account the reduction of mileage
made by construction line changes and entire changes in loca-
tion. No actual status of highways or runaning ianventory was
maintained and so all early day mileages used for reports and
publicity must of necessity be understood to be only approxi-
mate mileages.

The original Inyo-MYMono mileage was from the Kern
County line on the soutlh to Bridgeport on the north, a total
of 220 miles. With the formation of District IX all of the
desert arcsa north and east of lMojave was included with Mono
and Inyo Counties. This desert mileage included 63 milss from

Mojave norta to the Inyo Cocunty line.

In 1917 the legislative appropriation roads in the
mountain areas of Mono County added Tioga Pass, 13.3 miles,
Sonora Pass, 15 miles, and Bridgeport to the Alpine County
line, 45.4 miles for a total of 73.7 miles. Of thése 73.7
miles 9.4 miles from Little Antelope Valley south of Coleville
to the Alpine County line were not in existence as a road of
any nature.

As a consequence of the bond act of 1919 another
102 miles of State highways were added to the ever expanding
highway system in the eastern Sierra region. This mileage
consisted of the Walker Pass highway in Kern County from
Weldon to Route 23, 22 miles; the highway east from iojave to
the Kern—San Bernardino County lines, 31 miles and the Westgard
Pass road from Big Pine to Oasis, 39 miles.

Thus, in sunmary, the original highway system in
Division IX was as follows:

Xern-23 Mojave to Inyo County line 63.0 miles
Inyo-23 Kern County line to Mono County line 136.0 miles
Mono-23 Inyo County line to Alpine County line 129.4 miles
Mono-13 Sonora Pass to Route 23 15,2 miles
Mono-40 Tioga Pass to Route 23 13.3 miles
Kern—-57 Weldon to Route 23 32.0 miles
Kern-58 Mojave to San Bernardino County line 31.0 miles
Inyo-63 Big Pine to Oasis 39.0 milss

Total Mileage 458.7 miles

e ——



The total travelabls mileage wasgs 453.7 miles less the
9.4 miles from Little Antelope Valley tec the Alpine County
line and amounted to 449.3 miles. In speaking of this 449.3
travelable mileage one must he a littlz charifable in so
calling it as there was considerable milenge not built as a
highway and the difficulties of travsl were such as te dis-
courage all but the most hardened motorist.

Highway construction to date had succeeded in build-
ing a graded rcadbed together with a surfacing of gravel, oil,
macadam or concrete from Independence te Bridgeporit. Tioga,
Sonora, Westgard and Walker Passes were travalable although
little more than the original wagon Tralls originally worried
through these mountains.

The desert roads from Independence to Mojave and from
Mo jave westerly towards Barstow were still little more than
two ruts through the sand and sage brush.

These were the roads and such were their travelable
conditions as Frank G. Somner strode into Bishop on October 11,
1923 and took the administrative reins in his huge hands.
Somner was a large man physically and his energetic action
belied his 60 years. His immediate past highway experience
was as Division Engineer in Division I with hesadquarters then
at Willits. One of the original 1912 Division Engineers he
had capably and vigorously pushed through the dewood Higzhway
location to end the virtual isolation of Eureka and Humboldt
County. Now he was called upon to perform the almost identical
problem with respect to Bishop and Inyo and Mono Eountios.

This time in place of trees, mud and rain, he was to demonstrate
his versatility by battling wind, sand and sage.

Frank G. Somner was a character. He had a goodly
supply of anecdotes and could tell them effectively. He dld not
spare himself in such matters. He told of being on a recon-
naissance trip with F. W. Haselwood, who later became a District
Engineer. They waded a stream, after removing their shoes and
socks. On the far bank they started to replace them as they
continued to discuss the reconnaissance which they were making.
Somner had considerable trouble trying to pull on his shoe.
Haselwood noticed his plight and finally said, "Mr. Somner,
if you would try putiing just one sock on each foot I think
your shoe would slip on much better.”

When he was, for the first time, being shown over
Divisios IX territory by Badger, and while he still felt that
Bishop and Divisiss IX should be given back to the Indians,
Badger had been trying to show him how atiractive this section
really was. The car was stopped at a point from which one
could watch the White Mountains, assuming a bea uu11u7 purplish
/“—_'_."‘"—"_'—
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hue, as the sun was beginning to set. Badger said, "Mr.
Somner, isn't that beautiful? This country mey be somewhat
like an oil painting. If you look too closely at some one
detail it may look rough and raw, but you can see great
beauty in it when you siep back and view it in the proper
perspective.® "Yes," said Somner, "if I could just step
back as far as San Francisco it would look fine.® Somner
afterwards grew to love this east of the Sierras country.

Fs @

Besides the forming of Division IX, 1923 was a
highway year of destiny in many ways. To start the yzar off
the State of California had a new Governor, Friend W,
Richardson, and with him came an entirely new California
Highway Commission in the persons of Harvy M. Toy, Nelson T.
Edwards and Louis Everding. 4long with these changes in
top side command also came a change in State Highway Engineers.
Austin B. Fletcher, State Highway Engineer since the
inception of the highway program in 1912, resigned his high
post. Governor Richardson then appointed Robert M. Morton
to fill the vacant position.

Funds from the 1919 bond issue were rapidly
dwindling and demands for new roads, improvements of existing
roads, increased costs, higher standards of construction
all combined to paint a rather dreary picture for the future
of highways in California, particularly with the greatly
increased number of motor vehicles jJostling each other upon
the highways. It was pointed out by the statisticilans of
that era that motor vehicles had increased tenfold since
1912 and that California even then had more registered
vehicles than any other State in the Union,

Talk was already veering away from any thoughts of
ever "completing" the highway system. Wr. Morton's office
pointed out that it would cost over $200,000,000 to complete
the system and since $?3,000,000 was voited in the three hond
issues, it was plain that we were just going behind and that
bonds would have to be voted at regular intervals. Forward
thinking organizations and individuals were busy pointing out
that some form of continuing revenue would be required to
keep the highway moving,

In the realization that something would have to be
done to provide a stable highway program both from a financing
standpoint and from a judiclous selection of roads to be
either added to or taken out of the Stats hizhway system
Governor Richardson appocintad a committee of nine men toc make
2 first hand detailed study of the highways. This committee
of nine was composed of: '
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J. Bs Gill of San Bernardino, formerly County Highway Commissioner
J. H. Newman, former chairman of the Tulare Board of Supervisors
. E. East, Highway Engineer of the Southern California Auto Club
A. E. Loder, Engineer California State Highway Association
A. E. Breed, Senator, Alameda County
Elmer Bromley, Assemblyman, Los Anﬁcl s Con
G. G, Radcliffe, Chairman State Board of Co
Louis Everding, State Highway Comml sioner
R. M. Morton, State Highway Engineer
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In pursuit of their assigned duties this committee,
together with its secretary W. F. Mixon of Woodland, covered
the entire state reviewing the highways and discussing its
problems with various Chambers o

o

f Commerce, Booster Clubs and
interested individual citizens. This commnittee visited Inyo-
Mono in early September of 1924 and was properly wined and
dined in true eastern California style.

It should be recalled that the legislature in 1922
imposed a 24 per gallon %tax on gasoline one half of which was
to go for meintenance, betterments and reconstruction of stats
highway. By this act the continued operation of the State
Highway Department was pesrpetuated., Heretofore maintenance
was of a general hit or miss proposition. Now that it was
assured of its continued existence, the State Highway Depart-
ment proceeded to reorganize itself on a more permanent basis
and to make such necessary adjustments as were indicated by
reason of 12 years of experience.

In addition to the creation of Division IX at Bishop
and preceding it by a short period a2 new Division was carved
out of the eastern part of the Los Angeles Division. By this
procedure Los Angeles (Division VII) was enabled to give more
time to its growing metropclitan problems. The desert counties
of San Bernardino, Rivérside and Imperial were formed into
Division VIII with headgquarters at San Bernardino and placed
in charge of Mr., E. Q. Sullivan as Division Engineer,

The organization of Division X with headquarters at
Sacramento was completed on January 1, 1924 and Mr. J. C. HcLeod,
who formerly held a similar position in Oregon, was placed in
charge as Division Engineer. This Division was comprised of
several counties formerly included in Division III which
Division was deemed too large for proper administration. This
new Division X included Stanislaus, San Joaquin, Solano, a
portion of Sacramento County and the southern Mother Lode
counties, plus Alpine County. Headqua¢uers of this Division
were transferred to Stockton in 1933.

The Headquarters Office itself was reorganized during
1923 in order to provide definite channels into which its work
guite readily falls. In its departmental reorganization five
specific departments were put into operation: Surveys & Plans,

it
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Construction, Maintenance, Equipment and Bridge. In addition
responsible heads were placed in chargs of conviet labor work,
accounting, purchasing and publicity. Such a reorganization
had the advantages of permitting individual engineers to
devote their entire time to a particular branch of work as
well as relieving the State Highway Engineer and his first
assistant from a great mass of detail and permitting them to
devote more time to field investigations and to premoting “the

general efficiency of the organization.

+

The Materials and Research Laboratory expanded its
activities in 1923 while wvet under the eneral jurisdiction
of the Headquarters Office COﬂSu uction Depa tment,

Mr. C. L. ‘McKesson was spirited away from the dhen U. S.
Bureau of Public Roads and installed as Research Engineer,
Under his guidance the Laboratory began to assume a greater
part in the affairs of the highway department, especially
in the rise of low cost local materials adapted to their
best possible uses.,

The Bridge Departiment began January 1, 1924, to
gradually assume charge of major bridge construction, adding
this responsibility to their former duties of preparing plans.
This change has resulted irn raising the standard of the work
on bridges, through uniform inspection and general improve-
ment in the quality of concrete. The duties of the Bridge
Department grew due to the necessity for immediate construction
of bridges delayed for years. The policy which required
counties to build bridges resulted in bridge work lagging
behind the other construction work.

The new California Highway Commission proposed a
4 point program for increasing the efficiency of highway oper-
ation by recommending that the State assune:

1) Maintenance of travelable State highway routes whether or
not construction has been commenced or completed.

2) The design, supervision and construction of all bridges
on this State highway system.

3) The acguiring of all R/W necessary for State highway
purpeses.

4) The construction and mazintenance, to such an extent as
mey be necessary to adequately serve the traveling publiec,
of the highway routes through the smaller cities and towns.

In proposing these new items for State control the
California Highway Commission gave the following as reasons
for their action: "The Commission helievesg the activities
outlined above to be proper funcitions of the State Highway

teps which must be taken to provide

Department. They outline 5_,_“——f’*
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the safeguards and service which ths users of the highways
are entitled to expect. This will be especially true if
hare of highw

highway users are to assume a larger ghway costs

than they now pay.

. Increasing traffic demands that traveled state
highway routes be maintained., Counties are frequasntily unable,
financially, to do the work on desigrnated state highways and
the general public suffers. It is evideat that the time has
come when the state should assume the additional cost of
maintaining these unconstructed sections until such time as
their actual building can be undertaken. On roads of light
traffic, improvement under maintenance may make constiruction
unnecessary for many years.

"2. The reguirement that counties construct necessary
bridges on the state highways has resulted in bridge con-
struction lagging years behind highway building. Hundreds of
old structures on the state highway system, in the interests

5
of the public safety, should be replaced at once. It is not
reasonable to believe that construction will take place until
it is financed by the state. The estimated cost of the most
necessary bridges which should be under way at the present
time is $12,000,000.

"The State Highway Engineer has organized a centralized
bridge department within the engineering organization and the
Commissicon is in a position to undertake bridge construction
on a large scale. The bridge problem must be faced. The best
solution is state construction.

unties furnish ghts

"3, The plan under which o ri
ges of the project.
t ti
c

of way seemed Jjustified in the earl
Time has demonstrated in many insta he absence of ul
mate economy in permiititing local in e of state hlbhvay
location. As construction progresses the problem is besconming
increasingly difficult.

"The county superviscrs would welcome relief from
this troublesome bmweden which, in the past, has been the cause
2 2
of frequent controversy and much delay.

Y. Uncompleted zeps in the main trunk lines,
generally through the smaller cities and towns, are a scurce
¢f annoyance alike toc the Ltraveling public and the Commission.
These small towns, almcst invariably have not ths fundz or
the facilities for the improvement of the highway within their
limits to a standard necescsary tc care for the extra traffic
which the state highway brings to their borders. Regardless
of whether or not tiey are irncorpocrated, the state's duty to
the users of the highway seems to demand that it build and
maintain the routes through the small cities and towns,
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Such there was the overall State highway picture
where Frank-Somner took over the affairs of the highway depart-
ment 4t Bichop ae head of Division IX., All previous contract
work was ccmpleted end no new work had been currently authori
The citizens of Inyc-Mono were not timid in informing
it ¢ his prime éu l‘: in getting a road built

ir. Somner that h
}

southerly from Independe . Somner pledged
his utmost cooperation toward brlugln this rocad into reality.
Ag bricks cannot be built without straw, neither can highways
be built without money and money was very scarce, as scarce as
rain ir the "Land of Little Rain." Not a2 single contract wa
authorized or awarded on Il Camine Sierra during the year 1924
nor wes any lat until The wvery end of the year 1925.

Actual highway work was thus confined tc surveys,
ecquiring R/W and maintenance of already completed projects.
The highway steff organizetion of this period included hesides
Somner, Eddie Carter, who served as a sort of assistant to
Somner although his rating was that of Instrumentman,

M. L. Wilson, Clerk, Musa Patterson, Stenographer at $4,CO0

er day, and N. VW. Harrazl, Chalnman. Eddie Carter antedated
rigion IX and Frank Somner, he having been hired by
. C. Boyer.

o

The Division Office was still the same 1-1/2 or 2

room building constructed by Dicl Badger on tlhs 100Tx150!

lot south of Bishop. Orn March 25, 1924 an additional 100" of
highway frontage was purchased from Albert B. and Antonie
Whieldon., This lot was also 150" deep and was immediately to
the nortia of the original property. This lot also carried its
own water right. By this purchese the highway depertment now
had property 200" along the east side of the highway and

xtending back for a distance of 150°'.

4

|

The general purpose of this purchase was to provide
room for a modern Shop building, the funds for which were
included in a $4,000,000 maintenance program for 1924.

This building completed until very
near the end of 1926 as its constructicn was not started until
the spring of 1926. On February 4, 1926 more land was =acquired
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at the Division O0ffice site because of the necessity of pro-
viding for storage of equipment for the Shop and to provide
room for the growing needs of the maintenance operations.

A plot of land 200! and 156C' deep was purchased
from C. G. and Matilda Johnson. This area lay immediately
to the east of the 200! area of highway frontage and thus
expanded the highway's land heldings tc 200' along the high-
way for a depth of 310', This parcel also contained its own

water right.

5

The new Shop building was erected to a 60' bty 607
size and was so censtructed as to permit its erxpansion Lo
20" in length which expansion was in fact later accomplished.
Just prior to the start of construction on this Shop building
Highway Equipment Engineer W. D. Peck of Sacramento and
Je. XK. Kingnan inspected ccnditions in the Bishop area. They
=y

were accompanied by M. E. Mihills who remained
the first Superintendent of Equipment of Shop 9.

Since actual construction funds were
to this area in 1924 and 1925, it was incumben pon Fran
Somner to look elsewhere for funds to continue highway opera-
tions in Division IX. The only source thus availa
from maintenance funds. Tha year 1924 saw extensi
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o
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good condition. This time, however, maintenance funds were
allowed for betterments and taking advantage of this definition
curves were widened and additional crushed granite base rock
plzced. So well was the work done that the local paper saw

fit to comment upon the fine condition of the highwey.

On subjects other than actual highway operations the
metter of a road from Independence to Mojave still carried top
priority and bocsters for this work never really let this
problem gather any cobwebs. Before the Governor's Highwey
Ldvisory Committee ¢f Nine ever reached the Owens Valley
Frank Somner had made and presented to them a full and complete
report on the highway problem north from Mo jave.

A delegation of proponents from the Bighop

highwn
Chamber of Commerce, consisting of M. Q@ . Watterson,
J. W. Bernard and W. A. Chalfant appeared before the California
Highway Commissicn at its September 1924 meeting in San
Francisco to urge that work be done to provide for a satisfact-
ory road to Mojave. Speaking for the California Highway
Commission, Chairman Harvey M. Toy told the Inyoites "The

s

of the most importent uncom-
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Mo jave-Independence road i

pleted links in the State highway system and (subject in some
degree to the report cof the Advisory Conmittee of Nine) will
be one of the very first to receive the Commission's alierntion

- nexv year "
_——"“_'—_.—___-.‘
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Highway Commissioner H
column in Bishop in Novemter of
£ « Morton to
i f doing
e and

that he had requested State Highwa
submit a report to the Commiss
maintenance work on the State
Independence.

Such an announcement was a tip on the status of State
funds and the possibility of the State taking over the mainte-

nance of State highways bhefore any construction projects wers
completed upon the routes.

The State bond act funds being nearly exhausted the
only funds aveilable were maintenance funds. Since they were
available for betterments or reconstruction it was evident
that to get any real value from thesc forms of meintenance it
was necessary to have roads to maintain that were in dire need
of bettering. TWhat better roads could there be for betterment
purposes than State highways upon which no construction
projects had been done? This was the reasoning finally adopted
end with it went action on the part of the California Highway
Commissicon.

The official announcement of this policy with perticular
reference to Division IX was made in January 1925 by Chairman
Harvey M. Toys "At its meeting in Sacramentc the California
Highway Commission passed the necessary resolution taking over
the State highwey between Mojave, Kern County and Independence,
Inyo County, for maintenance 'until such time as funds for
constructicn purposes are available'" He further informed the
publiec that the sum of $400 per mile for this section hzd been:
included in the 1925 maintenance budget. With this money it
was anticipated that the road would be straightened, widened
and dragged and some surfacing would be done if funds sllotted
proved %o be cuflficient.

Givern some money to work with even at the low rate of
$400 per mile Frank Somner set about to do the work that ought
to have been done with a larger amount of money. The work done
under his direction elicited nothing but praise from the many
motorists traveling up and down Inyo-Mono. The Long Valley
road especlally rated raves as being in the best shape it has
ever been in. Changes northerly from Cacsa Diablo were made
which benefited the travelers to a great extent.

Snow removal was not a regular maintenance function
but it was noted in the press that snow shoveling was done on
Tioga Pass to open the road to tourists on July 10, 1925,

July 1925 cloudbursts badly damaged the road through
Red Rock Canyon in Kern County.  Most of the traffic had to
detour via Jawbone although a2 few cars were recorded as having
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pilcked their way through the dike strewn canyon befere the
maintenance forces got a semblance of a rozd through this
scenic area.

Because of the increased tempo of maintenance
operations, camps and stations were gradually being located
along the main line highway at approximately 35 mile inter-
vals., A%t locations such as Sonora Junction personnel lived
in tents and cooked their own focd. At places of habitation
huildings were rented for =steorage of equipment or slse they
were taken to the operatcr's home at night.

The only State owned muintenance station buildings
were at Warren Creek on the Tioga Pass road. These buildings
were left over from a construction contract in the area and
were used as a summer base of operations. A building was
somehow procured in Bishop for maintenance use but it was
several years -later before any organized State buildings and
truck sheds were constructed for permanent maintenance use.

The Westgard Pass road, Route 63, from Big Pine to
Oasis, was authorized for maintenance by the State prior to
any actual construction funds being expended upon this route,
by the California Highway Conmission, effective as of
September 1, 1925.

Bishop was the largest town in Inyo-Mono and the
only incorporated city in the aren. As such its main business
street, which is also the route of the highway, was not under
jurisdiction of the State EHighway Department, a general fact
which the California Highway Commission deplored in its
biennial report., As of January 1, 1926 the California High-
way Commission by formal resolution took over the maintenance
of Main Street in Bishop wnich was a point of considerable
gratitude, by the city ftrustees as the burden, both physical
and financial, was removed from their shoulders to that of
the 8tate.

After maintaining the Main Street of Bishop for an
unknown number of years, it toolk the city fathers less than
four months to request that Mein Street be paved at State
expense. While Frank Somner advised the local citizenry that
paving was very unlikely in 1926 he was going ahead with the
work of surfacing the streset with gravel and he proposed to

T + %5

sprinkle and drag it regularly to keep the street much smoother

then it had been kept in tiaz past.

The Governor's Committece of ¥ine made its report to
B
the legisleture in January of 1925. To the gomewhat disap-
o J i
pointment of those interssted in ths report if confined
itself to generslities mainly rather than to specific details.

gl =t
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This apparently was made necessary bDecause of the huge volume
of requests made upon the committes for new roads and improve-
ments to existing roads. These requests were givan to the
comnittee almost without exception at svery locality it
visited. When you consider that this committse visited practi-
cally the entire State cne can readily ses that evervone was
good road minded. The problem of financing thess requests was
staggering,

Ten specific roads were recommended by the comaittee
for adoption as part of the primary system of State roads and
ach of them was an important link in the State System. Two
of these ten roads wers involved in the fortunes of Diyvision
IX: from Coleville to the Nevada State line, 10 miles, and a

westerly extension of Route 58 from Mojave to Bakersfield.
The Colewille section finally came into State administration
in 1933 while the Route 53 extension bescame State highway two

years earlier (1931).

In spite of the fact that all major promotional
activity east of the Sierras was centered on the Mojave-
Independence road there was still heavy activity for the cross
nountaein laterals. The Fresno promotionalisgts succeeded in
getting Division Engineer J. B. Woodson of Fresno and
Assistant Highway Engineer W. S. Caruthers of Headquarters
Office in Sacramento tec make a field investigation of the
Piute Pass location. This engineering reconnaigsance was made
from the Bishop side of the mountein but the local boosters
were quick to advise that no efforts were made from Bishop %o
direct attention to ths Piute Pass route as all local urgings
were for the improvemsnt of the Mo jave road. The final report

of this reconnaissance trip was an approval of the route in
general. One W. A. Crosby (former clerk under Dick Badger)
was reported as presenting a comprehensive report on

Messrs. Woodson's and Caruthers' trip over Piute Pass to the
Bishop Chanmber of Commecrce.

1

Inyo County finally went on record through its Board
of Supervisors as officielly endorsing ths Lone Pine-Porterville
late ral remarking as it did so thait the Board was conforming to
what they believed to be the majority sentiment of the citizens.
It should be chronicled that Supervisor Johnson veted against
the resolution.

An event of major importance was the enactment by the
1925 legislature of a measure sponsored by the Highway Commis-—
sion, which clarified meny situations of legal ambiguity in
previous measures concerning the State highway work. Provisions
which simplify the condemnatlon 0f land required for rights of
way, and creating the Highway Commisgion's right to zcquire

ha preservation of timber

additional parallel VLQHu—i:ffiz,fgg,i;gﬁkr
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bing the maintenance activ-
f the California Highway

were included in the new law. Another important feature makes
it mandatory upon the part of the state, upon request of the
trusta es of any city hﬁVLﬁg less than 2500 population, to take
over and maintain connescting streets through the municipality. .

Probably the most important Tfsature of this act is
the one under which the Highway Commission is dirscted o
undertake maintenance on all itraversable State highways,
whether constructed or unconstructa=a.

Maintenance activities being the dominant work in
Division IX 1t is probably well to pause and reflect upon
their general mode of operation. The first State Highway
Meaintenance Engineer after the departmentalizing of Headguarters
Office was George R. Winslow. Descri

rt o

itles in the Fourth Biennial Repo
Commission Mr. Winslow wrote:

"Each foreman and subforeman is supplied with a Ford
automobile, or other 1light transportation vehicle, for rapid
access Yo all parts of his territory; also with a twc—ton
truck and other equipment such as is needed for his particular
type of road.

"A recent trend in meintenance equipment has been
toward flexibility in use, mobility in transportation and a
reduction in size and weight of units. To this end light
Fordson tractors with rubber tired wheels have been adopted
for hauling light road drags and grading equipment, and road
graders have been equloped with roller bearings and rubber

tired wheels. Asphalt heating kettles and patching equipment
have also bgen fitted with reller bearings and rubber tires,
meking it possible to btransport these units quickly over the
highway from one point to another, and thus do the work of
several less mobiles units.

¢

I

o

"The equipment is furni
ment on a rental basis, the rent being sufficient o ¢
repairs and depreciation.

"In remote localitiazs, foremen are also being pro-
vided with cottages as rapidly as the finances of the depart-
ment will permit. These cottages are of the bungalow type of
two sleeping rooms capacity, and with them are constructed
bunk houses for transient laborers and sheds for the equipment,
In addition to these minor maintenance stations there are, in
o rger maintenance stations under

each division, one or more larg
the direct charge of the supsrintendents of maintenance and
from which gangs O?E“dte, covering those portions of the work
which are too great tc be handlsd by the section foremen with
their one or two laborers. There ars in all at present state-
wide fifty-nine meaintenance stations.®

e

¥}



of meintenance activities east of the Sierras. T
cottages in remote localities and Division IX had 2b
remote localities as possible and still stay in the
boundaries. Neither were there any other maintenance
ings unless tent houses could be properly described as
buildings.

Unfortunately all this was not entirely des
her

Mr. Viinslow further wrote at this same time: ®The
total length of highways under maintenance, as of June 30,
1924 was 4622 miles. Traffic demands have increased much
more rapidly than the State's ability to pave. For this
reason the dominant types are graded and gravesled roads and
probebly will be for many years to come,"

The 1924 maintenance budget for Division IX con-
ned the following items and amounts for the year:

fa)

General maintenance $46,401.30
General maintenance

rental of equipment 10,200.00
Small tools 500,00
Treeg g0.00
Ma jor slide removal 0.00

Specific meintenance and

betterments 26,000.00
Purchase of new equipment 10,000,00
Maintenance stations 2,400,900
Permits 100,00

Total $95,401.00

Within the ensuing two year period Mr. Winslow was
repiaced by Mr. Thomas H. Dennis as State Maintenance Engineer.

The particular period under discussion in this
chapter 1923 to 1926 inclusive seems to be the period of
highway development which saw it emerge from the shadows and
take its place in the full light of its destiny.

The four point program recommended by the California
Highway Commission in 1924 as proper function of the highway
department saw its fulfillment within a short three year period.

Legislative and C
action in 1925 wmade it pos
a
o}

ct

ifornia Highway Commission join
le for the State to assume the
State highway routes regardle

le

on had been commenced or comp

1

maintanance on all travel S8
of whether or not constru ted.

of the Headgquarters

. baliaiig
nﬁnﬁxizgégizs b2} 23 a bridge department

Office of the Divisi
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was formed with Harlan D. Miller, This department by grad-
uxlly taking over the bridge work formerly done by the
counties soon abolished the practice of having the counties
build the highway's bridges.

Point 3, that of having the State provide its own
right of way was made legal by an act of the legislature in
1927, thus removing a particularly rugged thern from the
flesh of the highways and counties.

Legislative action in 1925 mads it legal for the
State to maintzin connecting streets between highway routes
in cities of 2500 population or under and at the request of

the city itself.

handled by

Headquarters 0ffice at Sacrament s
er ned under State

various department heads nct hertofore me
Highway Engineer R. M. Morion.

T. E. Stanton Assistant Highway Engineer
Fred J. Grumm Surveys and Plans

Charles S. Pope Construction Engiaecer

R. H. Stalnaker Equipment Engineer

L. V. Campbell Office Engineer

Ben H., Milliken Convict Road Cazmps

Lowell R. Smith Purchasing

Herman B. Weaver Chief Accountant

Franlk B. Durkee Bulletin Editor

On October 19, 1926 B

ridge Engineer Harlan D. Miller
passed away and his position was

filled by Charles E. Andrew.

It was with considerable gratitude that funds other
than maintenance were authorized for work again in Division IX.

This time a contract was let to Harry Wilson on
November 30, 1925 for grading of 36.7 miles of pure and
unadulterated desert highway from Ricardo in Kern County at
the upstream end of Red Rock Canyon to 5 mile canyon in lower
Inyo County. The official records show that F, G. Somner was
resident engineer on this contract and that the total engineer-
ing costs were £1138. Some conclusion can be drawn-:from these
facts. The completed contract cost of the project itself was
$19,730.

Strict chronology of highway affairs is somewhat
difficult in this period from 1923 to 1926 as the affairs of
the highway were moving so fast and so many changes in personnel
policies, financing, legislation and the like were taking place.
Records sent to Bishop from Fresno of the early day operations
have largely disintegrated and are no longer available, Con-
jecture as to the whereabouts of such records ranges from loss

due to fire in the boiler house (a2 swell place to keep records)
-#"_J



to having provided food and nests for countles
At any rate our earliest payroll of record is
of August 1926,

ains the names of eig
staff gince 1924. Franc
the two year gap. V.
Division Engineer and
Caruthers who was the flrg Division FEngineer of
and leter on the Headgquarters Office staff, Jus what his
duties were as assistant to Somnner remains clouded in fog.
A. R. McEwen is listed as a resident engineer; W. S. Dolliver
was chief draftsman; Kenneth Pisrce was a transitman and
Margaret Peel and Sarah TWard were stenos; Comte E. O'Connell
was chief clerk. Eddie Carter was still with the Division
although his name is missing from this payroll.

This payroll con
one of three on the

211 of this force was too much for the original
Division Office and so it is safe to assume that the building
was enlarged. The present Division Office has been enlarged
and added to so much that it is difficult, if not altogether
impossible, to. tell the exact date when each subsequent
alteration or addition was made. The building is mute evidence
of the physical fact of each addition.

McEwen did no%t last out the year 1920 being last
carried on the payroll in October. It is understood that he
wound up in the State Division of Architecture.

"

Caruthers last appeared on the District's payroll in
December of 1926
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GAINING STATURE

In MNovember of 1926 the psople of thes State of
California through the medium of the ballot changed Governors
again., This time C. C. Young was alected to succeed Friend
T. Richardson. One of Coverneor Young'!s first official duties
in 1927 was to accept the resignation of the various meaber

of the California Highway Comnission and of State Highway
Engineer Robert Morton. An entirely new Califomrnia Highway
Commission was appointed together with the appointnment as

tate Highway Engineer of a man relatively unheard of in
Californiz but who was well known and w2ll thoughtof in the
U.S. Bureau of Public Roads, Charles H. Purcell. That this
appointment was based on pure merit is testified to by the
fact that Mr. Purcell held forth as State Highway Engineerx
until 1943 at which time he was elevated to the high post of
Director of Public Works for the State of California.

The year 1927 was also a legislative year znd as
such several events transpired which finally molded the
Division of Highways into its present stature. The Department
of Public Works was recrecated with the Division of Highways
2s a division thereof. The California Highway Commission was
increased in size from a three man commission to a five mar
commission in order to give greater geographical representa-
tion on the commission.

Financially the legislature finally beca aroused

to the fact that funds for construction work on tﬂs highways
hed dwindled to an almost indiscernible amount. The bond act
evenues had been used up aand such funds as were available

under the 2€ gas tax were limited to little more than better-

ment projects. The gasoline tax was thus looked to to provide
some construction funds as the only practical continuing
source of finances. The gasoline tax was thus increased lﬁ
per gallon with this additional fund limited to conSur“cu*~~
work. Additional stiings upon the expenditurc of this 12
revenue included the clzssifying of 211 highways into p;imary
and secondary highways with expenditures limited to 75% on
the primary roads znd 254 on the secondary roads. The State

i

~tegn southern counties and the

wes further split into the thi
forty five northern ¢ ]
fund tec be spent in et
vonsisted of the county
major interstate routes. A&
clagsification,

s with 50% of this construction
%y group. Primary state highways
o

A 3 -
onnechior nLTuviays gy the

Another interscting, although not exactly world
shattering procedure which oceurred in 1927 wac The
Giccurding of *lc term Divieion as applied to the ten highway
units and substituting therefore the term District. Divisiocn
Engineers thus becane District Engineers.
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The year 1927 saw the final chapter in the transition
of the right of way program from the counties to ths State,
Beginning in 1927 he State assumed the full obligaticn of
~1rqh;;ing its oyrn richt ¢l vey bthus relieving the counties of
an onerous and financiazl burden. Up to 1924 the ceunties
furnished all ¢f the right of way for the State. From 1924
to 1926, during the transition perinsd from cecunty furnishing
to state furnishing right of way, po charges for actual right
of way appeared on the bcoks. Thenever right of way charges,
of one nature or znother, arose they were prompitly buried
unéer consiruction chkarges. The fiscal year from July 1, 1526
to June 30, 1927 sheows on the records that the sum of $53.03
was spent stﬂtewide for right of way. For the next fiscal
year 1927-28 this statewids g il veged to §$3,415.70 and
the State wes definitely in the way business.

One of the very first formal traffic census was taken
on Sunday and Monday Januery 16 and 17, 1927 in the limits of
Pigtriet IX. These 16 hour counts were 21l taken on Route 23
and showed the traffic to be as follows:

Station Sunday Mondey
Fan. 16, 1927 Jah. 17, 192%

Mo jave 388 331
Junction Walker Pass Road 117 94
Inyo-Kern County Line 118 75
South Limits of Lone Pine 549 575
Big Pine 3069 311
Bishop-Laws Junctiiocn 585 537
Inyo-Mono County line 34 g
Bricdgeport 1L i 8 3

¢ count on Toute 58 toward Barstow from
rs on Sunday and 16 cars on Monday. The
s, Route 63, was 65 cars on Sunday and

Simila Lo

count on Wegt&ard Pas
59 cars on Monday.

After years of pretty lean pickings as far as bona
fide new construction was concerned a turn for the better was
indicoted starting with 1927. Receipts from the 1£ increase
in the gas tax could be substantially predicted based on the
previous four years experiences, Plens were brought up to
date and arrangements mede to swing another major construcvion

program into bheing.

The budget for District IX for the biennium 1927-1929
as releesed by Mr. Comner ito the local press contained fifteen
projects and totaled $390,000 which was a remarkably good sum
for this area. Even the press thought so as they saw fit to
headline the budget news item "RBudge:s Liverzl for Our Highway“
Broken down into projects tihe budget looked like this

————
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Between Mo jave and Ricarde, paving dips % 15,000
Cowan's to Olancha, grading 17 miles 50,000
Olanchz to Cottonwood Creek

grading and surfacing 9.4 niles 20,000

Cottonwood Creek to Diaz,
grading and surfacing 10 miles 40,000

Diaz to Lone Pine, grading and surfacing 6 miles 30,000
Between Lone Pine & Manzanar, grade & surface 2 mi, 60,000
Iné of present cconcrete pavement to

Fish Springs, 2.4 miles 7,000
Realignment, grade and surface 1/4 mi.

next south Inyo-Mcno line 1,000
Realignment Hilton Creek, grade 1.€ ni. 10,000
McGee Creek to Convict Creek surface 3 mi. 12m000
Nortk and south of Tioga junction,

grade and surface 6 miles 40,000
Dogtown to Point Ranch, realignment,

grade and surface 3.65 miles 20,000
Between Sonora Junction and Coleville,

widen and realignment 50,000
For emell bridges Route 23 10,000
Freeman to Walker Pass, grading 15,000

$390,0C0

District IX personnel did not undergec any perticular
cimnge during 1927 until the fall of the year. The only
notable e:ceptlon was the departure of Comte O'Connell, the
District Chief Clerk who severed his connections with District

IX in March after turning over the keys to T. M. Fannon as
his successor. R. C. Payne was added to the staff as zn
assicstant resident engineer in April but he savw fit to leave
the Distriect irn August zccording to the payroll

In September L., E. McDougal was added to the staff
personnel and was assigned the duties 25 the first full
fledged office engineer and assistant to Mr. Somner,

Toward the tag end of 1927 tbree young engineers with
the rating of chainman were added to the staff in preparation
for future work. One of these btore the same name as hisg
illustrious father, C. C. Boyer. Young Boyer only worked
about 6 months before resigning after deciding that he was not
2 surveyor. Albert Clark aznd Frank Meinke stayed on for a
conciderable time. A draftsman by the name of Dean Piper was
transferred into the District from the Merysville district.

October 3, 1927 marks the entrance date inte the
District 0ffice of a girl who through the years to come was
to carry a lot of weight and responsibility in the affairs of
the office and its perscnnel. That was the day Almeda K.
Kinney reported to work =2s a bookkeeping machine operztor.
November of 1927 brought Marthas Sangster into the District
as & clerk.
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An organization such as exisis in the District Office
is never stable because of the turnover and transfer of
personnel and the shifting responsibilities of the crganization.
Toward the latter part of 1927 the staif crganization was
roughly of the following structure

F. G. Somner Pistrict Engineer
L. £, MeBougel Assistant District Zngineerx
and Office Engineer

T. M. Hannen Chief Clerk

W. S, Dolliver Chief Draftsman

At this time +there was no Construction Engineer, nor
was there a Maintenance Engineer, Mr. Somner acting himself
in these capacities. There were noc Maintenance Superintendents
nor organized maintenance territeries. Maintenance foremen
Paul Peak and John Underwrcod took their orders direct from
Mr. Somner ard opecrated trzveling crews from Bishop. Usually
Peak operated north from Bishop and Underwood south from
Bishop but then again they might reverse leocations or offen

as not pool their crews and work togzether.

Shop ¢ was in the charge of Superintendent M. P. Brooks
who succeeded to the position fermerly held by M. E. Mihills,
Junior Equipment Engineer.

The first contract to be let in District IX with the
rew fundes available from the gas tax was awarded on August 29,
1927 to Contractor F. C. Payton of Norwalk for grading 21l.3
miles from Coso Junction to Olancha. TWalter Mathews was hired
from civil service lists to be the resident engineer cn this
project. He took over charge of this prhde t from Eddie Carter
who had sterted the contractor off on the project. Eddie was
about to transfer to District V, hence the necessity for a new
resident engineer. Mathews was only the first of several
resident engineers hired to carry on this expanded contract
construction program. Because of the purely grading nature of
this contract no engineering assistants were requlrea on the
job. The final cost of this project at $38,501L for 21.2 miles
shows that the gradingz work could not have been too difficult
($18C0 per mile).

High ray activities and kindred promoticnal diversions
by the citizenry at large and organizaticns in the Owens
Valley were at a low ebb in 1927. This was the climatic year
in the fight for control of Owens Volley water between t he
City of Los Angeles and the mountain nﬁopleo The City of Los
tngeles emerged triumphant in their quest for and the control
of water from the eastern Sierra slopes. The people of Owens
Valley fought with whet little ammunition they had but when
finally their local bank closed its doors foer good there was
little they could do but call—e%f’fﬁgfr fight and make the
best of what tec them wes & bad bargain.



78

The road from Bishop northerly through southeastern
Mono County to Benton Station and on to the Nevada State line
near Montgomery Pass was teken over as a county rcad this
summer by the Mono County Board of Supervisors in an official
z2ction thus culnminating a long program carried on by the
Benton area population and involving a community wide sub-

scription 1list to provide funde for ite original construction.



MORE CONTRACTS

The year 1928 started on & high note and in fac
kept its tempo all year insofar as highway construction
activity was concerned. Some smallcer projects were done by
State forces such as minor bridges znd projects mors in the

betterment category.

A $15,000 day labor prcject was instigated on
RKoute 57 over t?e Walker Pass in Kern Ceocunty. 7DPsul Peak was
in charge of this work and hed a force of 12 to 15 men
busily engaged in improving portions of this short cut road
to Bakersfield.

With the advent of good weather an azmbitious rocad
project near the northern end of El Camino Sierra got under
way. This project eventually cost the goodly sum of $59,995

2
and resulted in a widened anéd fzster treveled roadbed from
Sonora Junction northerly <hrough the conyon of the West
Talker River. Under this prcject 18 miles of the old narrow

> .3

rosdbed were widened tc as far north as Little Antelope Creek.

t on
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On June 6 in Sacramento two contracts were 1
Route 23. One contract was awarded to Contractors Monfort and
Armstrong for placing an oiled rock surfacing on the graded
roadbed from Tinnemaha PDam to Big Pine. This 6.2 mile stretch
of new oiled surfacing cost the State the sum of $36,346.
J. N. Bidwell was the resident engineer in charge of this work.

5 (D

The project frem Dizz Leke, south of Lone Pine for e
distance of 8.5 miles northerly, throuzh Lone Pine arnd ic
the Alabama Getes was contracted for by the Southwest Paving
Company. In addition to placing an oiled rock surfacing
enough grading was done to make this stretch of road almest
z stroight line. The sum of $87,276 was expended for this
work, Harold M. Hansen, newly imported into the District
was the resident engineer on this job. When the Big Pine job
wag completed J. N. Bidwell went south to agoist Harold on
this project.

In July a contract was awarded to Coolidge and Scott
for grading 2.1 miles from Dogtown toc Point Ranch south of
Bridgeport in Mono County. R. J. Clarke was resident engines
on the job and was assisted by Kenneth Peirce. This work
cost $18,566 and did not include any black top surfacing.

Mid-August saw the Southwest Paving Company grab off
another major contract in the deseT? region south of Independence.
This time it was a £95,755 contract for grading and oiled rock
surfacing over a 9.3 mile stretch from Olanche to Cottonwcod
Creek. Victor Pearson, also newly acguirsd by the disgtrict,

5
zes the resident engineer. Outgside of some assista
en

. s n
J. N. Bidwell near tie 'd of the work Victor did all of his
own assisting.
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With the completion of the oiled rock surfacing from
Tinnemesha Dam to Big Pinec the contracitors, Monfort and
Armstrong did not have to wait long, for their next venture as
they were able to bid low on an adjoining oiled rock surfacing
project immediately south of their completed project. For
$8512 they constructed 2.0 miles of surfacing from Aberdeen:

to Tinnemahsa.

G. W. Ellis of Glendale obtained the first of many
contracts he and his son Ralph were to eventually handle in
this area when he undertook to grade and place an oiled rock
surfacing on 10.3 miles of highway from Cottonwood Creek to
Dinz Lake. This proj oughly paralleled the western shore-

ect r
line of Owens Lake. Inspection on this $49,008 contract was
placed in the hands of Harcld Hansen as residﬂnt engineer,
As assistants he had the Ostrander Brothers, Robert and Glenn,

Herbert Darlington and E. J. Parker.

These contracts aleng with several day labor projects
gave perhaps the largest push to the completion of E1 Camino
Sierra yet undertaken. Because of this expanded construction
program the personnel of District IX reached a new peak in
nunbers. About 40 individual persons were accounted for at

waff p

one time or another on the s ayroll during the year.

+ i

A review of the 1928 payrolls reveals names of those
who have subsequently reached high places in pursuing their
highway careers and others who represent milestcones in the
Digtrict's history.

7. J. Abrams joined District IX in March 1928 as
Right of Way Agent and thus gained 2 measure of fame as being
the first of his breed in thls District. He retained his
position until he resigned in August of 1929,

F. T. Telford transferred into the Distirict from
Fresno as Chief of Survey Party. Ed stayed here but a scant
four months before he resigned. Colonel Telford is now
Design Engineer at Headguarters Office in Sacramento.

W. Earl Compton, then a dra*tsman, eventually settled
for =z Maintenance Foreman's 11 at Mojave.

R. XK. Forrest hit District IX coming from Headquarters
Office in October 1928 to serve as the District!s first
Maintenance Engineer. Maintenance operatb ticns had reached a
stage where the District Engineer could no longer devote suf-
ficient time to this function. Forrest d4did notb hold an

engineering rating but as = Maintenance Superintendent he was
the first of District IX's Maintenance Engineers. Working
out of Bishop, Forrest saw to it that the rapidly expanding
mileage of surfaced roads were kept in good condition.

S ———
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With the departure of T. M. Hannon to the Department
of Finance at Sacramento, W. J. Reilly became %the next incumbent

in the office of Chief Clerk.

The first Sheop 9 Superintendent M. E. Mihills took his
leave of this high country in this period and was replaced by
M. P. Brooks as titular head of the Equipment Depariment at
Bis hop.

0f the 439 miles in District IX under maintenance, a
breakdown of this mileage revealed that only 65.3 miles con-
sisted of bona fide o0il or conecrete surface. The entire

balance was gravel, sand, pumice or dirt.

The 1928 maintenance budget for the year 1928-29
showed six items of proposed expenditures:
General meintenance $175,600
Purchase of small tools 2,000
Building depreciation fund 350
Specific maintenance - repairs 4,700
0il process - rock treated roads 64,213
Maintenance stations, repair and upkeep 8,284
Total 8255,152

The editor and publisher of the Inyo Register,
W, A. Chalfant, wrote 2 column of personal chit-chatl about
the area which he titled "Taboose™. Taboose being a native -
Owens Valley tuber which contains edible nodules or nuts on
its root system was much prized by thes early Indian inhabitants
of the valley. Columnist Chalfant included in his column
numerous bits, kernels or nuts about local citizens and events,
tus the appropriateness of the title "Taboose", Examples of
highway news tidbits concerning highways which are found in the
Taboose column refer to Frank Somner's visits to local Chamber
of Commerce affairs and banquets; to the fact that Sherwin
Grade had been oiled from head to foot on the southern slope
and was in fine condition and to chronicls that a dressingi
of 0il on Mzin Street borders in Bishop put on by Engineer
Somner greatly reduced the dust nulsance.

State highway Route 23, from Mojave to Bishop, was
this year included in the federel aid primary system and then
became eligible for Federal participation in the cost of con-
struction items performed on this road. The logal paper in
making this anncuncement also gquoted Mr. Somner as immediately
requesting the sum of one million dollars for work on this
road during the coming year 1n consedjuence of its increase in
importance by reason of being 8o included in the Federal Aid
system.

-_..—-"'_’-_.’-"—.‘-—-—_-‘—‘
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Incidental work not particularly on the spectacular
side of things done in 1928 included a new bridge over
Bishop Creek at the north limits of the city of Bishop. This
bridze was built A0' wide and included two 4% walks on the
sides for the exclusive use of pedestriang., A bridge over
the Los Angeles Agueduct. near Dunmovin and one over the
Alabama Gates Spillway were also complebted by Stale forces,

Highway day labor work involwed in oiling, concrete
and grading operations in the northern end of the District
was slowed down and evenbtunlly abandoned altogesther because
of cold weathar conditions in the late fall., All of the
available day labor personnel estimated to be some 50 men,
were transf rred to Paul Peak!s day labor grading projesct on
the Walker Pass road.

June 1, 1928 marked the earliest opening on record
for the Tioga Pass road., This early opening date was attri-
uted to a favorable season and %o the fact that the authoritiss
on both sides of the ridge gave their sincere attention to
getting the rozd open. It was reported that District Engineer
Somner had the road from Leevining to the Park gates open for
several days in adwvance of the Park road. An informal cele-
bration of the opening was held at the summit monument with a
bountiful trout fry climaxing the event. There was a battery
of cameramen present that day to record the event on film.
Pictures taken that day shcwed cars in the open romd flanked
by snow banks higher than the car tops.

Talked of for more than five years construction work
on the Lone Pine to Porterwville road across the Sierras was
actually launched this year. Beginning work was the cause for
2 picnic attended by about 100 persons at Carroll Creesk the
end of the present road and beginning of the old Hockett trail
which the new route will follow, in a general way. G. W. Dow
and Roy Marsden served coffee while the picnickers had pro-
vided their own lunches. A 55 ton electric shovel carrying
its own power and taking a blta a yard and 2 half wide rapidly
cut out the grade on the first leg of the survey. A county

appropriation of $4,000 was used in starbting the work and the
ercavating apparatus was supplied by the City of Los Angeles.
The latter had heretofor zgreed to aporopriate a substantial
sum for the undertaking and it was Toect d that the only

shutting down that would be necessary would be by the approach
of winter in the higher altitudes

This road was to be eventually a portion of the State
highway system and it is interesting to follow the preogress of
this proposed trans-Sierrz highway.

It seems thot thic ploce is as good as any to digress
shortly from the chronology of events te menticon somewhat the
omner

plzce that Frank S had won for himself in the hearts of
‘——-'__.__—_‘-'_-—
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the people east of the Sierras. It was no secret that Somner
did not care for the country when he came here but it is to
his ever_agtl;é credit tlat he stayed and became one of this
area's strongest boosters. The people of this area believed
in Frank and gave him their suhunciegb backing. This was
alsc true of those who worked ungd thae "0ld4 Man®, & rough,
gruff appearing man, Mr. Somner was every inch a gentleman
and by his actions he gained the respect and love of his

associates and subordinates.

Scmner was a chain cigarette smoker nnd zches on his
tie were his trademarl:, nhLL out of cigarettes while in hig
office it was not unusual fer him to pad about the building
reaching in someone's Dochet for a cigarette. Preoccupation
With his work was cheracteristic of him and, coupled with his
chain smoking, it was reliably reported that it was feound
necessary to line the State cars furnished him with asbestos
so that he could not set them on fire.

The story is tcld on Mr. Somner, and most such
anecdotes scem to dwell around the forgetfulness or preoccupa-—
tion of the man, that it was his custem when he had to appear
a2t Headquarters O0ffice in Scerementc +o teke the train. Fron
Laws, northeast of Bislhop, to Lone Pine the train is operated
over narrow guage rails; frcm Lone Pine to Mojave and on to
Sacramento the train is operated over standard broad guage

rails. The narrow guage passenger train was affectionately
dubbed by the natives of Owens Valley the ®Slim Princess™.
Fer ventilation on the Slim Princess Frank Somner used to
prop the window open using his ”HOQQ. On cone trip, while the
window was thus prepped open, a2 sudden lurch in the train
caused hig shoes to be deposited on the exterior or wrong side
of the window. It thus became necessary for ¥r. Somner to
cecmplete his trip to Sacramento and tc return barefcoted as
it didn't ocecur to him that he could buy another pair. At
least that iz the way the story was told - its veracity has
not been proven.

M m
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sz special young man hired

the name of Paul E. Evans.
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g and oiled rocck surfacing

and Mathews of Pasadena and
ctor Pearson was also resident

on this project as it adjoined the G. W. Ellis project.
Jomes Abranms, Leurence Higley, 2. J. Touch and the Ostrander
brothers were helpers to Vic.

Fred W. Nighbert picked off two contracts for similar
worlk on =adjacent projects. The first one paid him $115,124,
fer 9.2 miles of grading end ciled rock sur facing from the
Kern-Inyo County line to Lit le Lake. The second project
continued on with the same type work from Little Lake northerly

3.7 miles to Coso Junction for which worlk
Gallagher was resident engine

Ben M.
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he was paid $84,002.
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Continuing on northerly from Cogo Junction te Olancha,
21.2 miles, a really major coniract was awarded to the Allied
Contractors Ince. in November. For thig grading and oiled rock
surfacing the contractor was paid ?234,963. Sam Risley was
the resident engineer. He nad as his helpers on this job and
at verious times R. J. Clark, James Abrams, the Ostrander
brothers and CLiff LaFountzine.

These seven precjects all hacd the seme Zeneral typilecal
section. A 36!' wide graded roadbed was prepared upon which
a 20'x3-1/2" layer of crusher run base was placed. A 20'x3"
crushed rock or gravel surfzce treated with liquid asphalt was
then placed on top of the base course.

Because of this heavy construction program south of
Independence it naturally followed that the motorist would be
discommoded and interfered with by reascn of detcurs or having
4o drive through construction areas and past graders, shovels
and oil trucks. The locazl paper had the following to say about
this condition: M"Hoads tetween Owens Valley and liojave and

& £

particularly toward the southern end are unusually rough, a
fact unfortunate for the bezinning of the tourist season. Tork
is underway on contracts north of Mojave and some detours are
necessary. Another year will see the whole strip ciled and
when it is in =28 good condition as the road throughecut the
valley it will be far more pleasing and time saving than at

present.”

In the mounteins of Mono County three contractors were
engaged in work which was to result in improved traveling

=

conditions between Bishep and Bridgeport.

Doneld Ce. Follis held a contract for grading l.¢ miles

of roadbed near Hilton Creek which paid him §17,280.

18

oa

Montfort and Armstrong were pa
3.0 miles from McGee Creek to Convict C
rock surfzce course.

for gradin
T acing a

X

e BN =1
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Grading only from the Mattly Ranch to Leevining, 232
wiles, was done under two contracts to C. Miles at a total cost
of $54,516 with Vic Pearson, Sam Risley and Walter Mathews
ta¥Xing turns as resident engineer,

Walter Mathews was the resident enginzer on =11 three
of these jobs. As essistents he had a% different times
Tanjor T. Black, Kenneth Peirce, D. J. Bouch, Sam Risley and

Albert Clark.

On the day labor scene it was repor
a total of 180,000 gallens of fuel oil u

—

@2 that there was
r road mixing
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approximately 12 miles of road betweer scuth of Tinnemaha and
Bishop. A total of 102 miles of dust oil surfacing, utiliz-
ing 400,000 gallons of fuel oil, was spread over roads fron
Sherwin Hill to HMono Lake (50 miles}, Big Pine to Zurich
(2 miles), Coso to Olancha (21 miles} and Mojave and Kramer
on Route 58 (30 miles).

The sharp right angle turn at Yaney Corners north
of Bishop, (lzter known zs Texaco Corners) was replaced by a
curve with a 1500' radius. This work necessitated taking a
bite out of the land just noritk of the race treclk,

Pay labor work was done on the Westgard Pass route
.
v

mainly in the area east of the White Mounteins and in the
Oasis Ranch region. Day labor work alsc was continuing on-

the widening of the Test Telker Liver rcad in the northern

Mone Cecunty and on the Walker Pasc road in eastern Kern County.

The opening of Tioga Pass was scheduled for Saturday,
June 15 and another festive occasion was planned by the
citizens of Leevining. Bill Parmalee and Bob Currie were in
charge of the enterteinment which was to be started by a
formal picture taking ceremony at Tisge Summit at 11 a.m.
The climatic event, a fres barbecue, was to be held at
Leevining with an estimated 500 persons to take advantage of
the free eatzbles. On the day appointed, rain fell in such
copious quantities on the mountain pass that the score or more
cf hardy motorists who made the ascent to the summit top were
forced to retrace their paths again to Leevining. George
Delury, President of the Mono County Chanmber of Commerce,
acted as master of ceremoniez =t the transplanted formalities.
There was more then a plenty of food for all,

The June 13 issue of the Inyo Register had this to
say about Somora Pass: "The Sonora Pass road between Sonors
and Bridgeport, vie Strawberry Lske, is now open over the
summit, or at least the snow has been removed.®

The year 1929 also hit the apex insofar as the number
of personnel names found on the Digtrict Staff payrell, it
reaching the high total of 70 names. Of course all were not
on the payroll at the same time, the top figure of 46 being
reached in the month of August.

W, H. Abrams, the District's first Bight of Way Agent
resigned in August for perscnal reasons. F. A. Strock, a
temporary appointee, was selected to replace Abrams.

J. N. Bidwell who wmas very active in construction
work transferred to District IXI in April, Earl Compton left
the drafting room for a job with the District maintenance
forces. His brother Glenn, affectionately known as Deoc,

‘_._——-————-—"'—-‘-/
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joined the staff payroll on February 20, 1929, as a Grade II
Draftsmaen. Of all of the early personnel on the staff payroll
these are the only men who in 1952 are still on the payroll
for District IX.

R. K¢ Forres® resigned his position as District
Maintenance Engireer in July. He was replaced by Preston L.
Fite. Pres came from District X, then at Sacramento and may
be classed as the first engineer to tensance

hold dowvn the Moin
Engineer's job as it will be remembered that Forrest's
T

had trouble recognizing

The office engineer's ch
8 migel was transferred in

its occupant this summer. L. ou
May to San Luis Obispo. To repl: him Headquarters O0ffice
sent Cliff Temby to Bishop., Cli culd not learn to like
the country and after three months trial he arranged for =
transfer for himself to District IXI with E. K. Guion of

District III moving over tec Bishop. Cliff really wanted to
get away from Bishop, testified by the fact that he took a
subordinate position under Richard H. Tilgen who was the man
who zctually succeeded Guion as Office Engineer of District
III, Cliff Temby eventually rose to be Assistent District
Engineer at District X, Stecckton,

&

=
® 0

R

chk
e

Dean Piper, who was promine in early day engineer-
ing in Bishop resigned his position in November. R. J. Munro,
a Grade IV locating engineer transferred here from District X,
steyed only long enough teo make up his mind about the country
andé then left for South America., His stay in District IX
was slightly less than two months.

l-l

Joe Stanley came tc work from his home town of
Oroville as an instrumentman in June.

Peul Evane started his highway career in August as
did Ben Gallagher. Ben was listed as an instrumentiman while
Paul was carried on the payroll as an assistant resident
engineer,

Two of the Districtl's personnel wesre dismigsed fron

State service during the year The reason for one was given
as YInsubordination, wanting to fﬁght“ -~ the other merely
steted "Services unsatisfactory. There were two layoffs,

both marked as recduction in forces. Strangely enough the
number of names appearing on the payroll scarcely seems to
bear out this reascning.

The large number of names on the payrcll which only
emrhasices the turn over in personnel would malke one wonder
sbout working conditions in District IX. The plain truth of
the matter was, and still is, that working conditions in the
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region embraced by District IX are of the highest. The
relatively isolated location froem the centers of population
and the desert and mountain regions make this area akin to
Nevada rather than to California. The mental attitude gener-
ated by being away from the big towns has prompted the feeling
throughout the other Districts of e State that District IX
is Siteria. If this mental attitude cun be divorced from
one's thoughts, there is really no more delightful place

ol |

imaginable to live. The weather is 1deal for those who love
the sun the year around. The people of this area are most
charming ané gracious and as a consequence of depending to a
large extent upon tourist econcmy are adept at making the
stranger feel at home. Precbably it is for the best that all
people do not have the same desires in o place tc live else
this delightful area would lese much of iis prime attributes

by reason of tco many people.

During the year 1929 work by county forces using
cooperative help from the City of Los Angeles contirued progress
in their attempts to bite a road across the highest Sierras
from Lone Pine to Porterville. Starting uphill from Carroll
Creek to the Inyo-Tulare County line 14 miles from the start-
ing veint this road has hopes of crossing the Sierras at
Cottonwood Pass which boasts an elevation of 10,500 feet. The
sunmer of 1929 was expected to have the road built to Horseshoe

Meadows some 1-1/2 miles easterly of the Tulare County line.

By July 1929 the work had progressed to a point 3-1/2
miles west of Carroll Creek at which point the funds advanced
by the City of Los Angeles were depleted and work was stapped.
The Board of Superviscrs of Inyo Cocunty promptly appropriated
$5,000 for this work which set the wheels to work again with
only one day lost time. In October the work had reached a
point 4 miles west of Carrcll Creek. The work at that time
vas pushing the road aliead 2t the rate of about 1¢0 feet per
day. Revised estimates now read 18 months additional time to
reach Cottonwood Pass.

The Coleville northerly highway to the Nevada State
line near Topaz Lake was currently under congtruction by the
U.S8. Bureau of Public Roads. Forestry officizls announced that
the road they were building from the State higaway near Hot
Creek westerly into the Mammoth Lakes area was about completed.
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2t Varren Creek the framed struchtures which set this station
apart from the others were an unlined cook house and a small
framed house used by Foreman Jack Flynn and his wife. Flynnlc
house was really but Little mere than a bedroom. All of the
rest of this station's per 1l enjoyed the rarifizd altitude

from the privacy of

A canp was
was blessed with 2
as a cook house. Th

Mo jave, R 3 Onyx, Olanchz, Big Pine, Lone Pine,
Bishop and Deep Spring had one thing in common in 1929,
The maintenance men el lived at home or in tents. Equip-
ment was left out in the weather. Gas and oil were transported

about in drums.

Since it was obvious to Pres Fite that maintenance was
here to stay it became his prime objective to provide working
quarters and conditions toc make the lot of the maintenance man
less like that of the native Piute and more in keeping with
the prime duties zand necessities of his wort A considerable
rumber of portable buildings were erected, some actually
built on the site while others were purchased and hauled in.
Truck sheds znd fuel houses were built on a permanent basis,

some each year. Portable houses used as temporary expedients
re still being so used. Tremendcous efforts by Fite led to
e

the complete elimination of tents for human haebitation within
2 period of threes or four years. Most all of the maintenance
buildings erected in this period were so erected by the State

forces themsslves.

The men in charge of actually getting the maintenance
work done were then, now, the foremen., In 1929 there were

&
two foremern who were eatrusted with more than just routine
maintenance: Paul Pzak and Dwight Wonacctt. Dwight had
succeeded to the general foreman's job previously held by
John Underwood. Paul and Dwight beitween them handled all of
the large and complex day labor projects and were in some
respects the predecessors of the future maintenance superinten-
dents. Dwight in fact a year later became the first mainte-

nance superintendent in the District i1f we except The fact
that R. X. Forrest, while carrying the title, was not actually

performing a superintendent's duties.

While in charge of day labor work in the West HNalker
River Canyon in 1929 Paul Peak had two future foremen working
for him in the persons of John Van Dyck as a fTractor operator

and Dominik Wiget on the grader.
‘--.__——""'_-—-_"‘—-—-_'_'—F
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Houston Cline was the foreman at Sonora Junction.
Foreman W. Miller at Bridgeport was also overseer of
the Poor Farm just south of Bridgeport. Even at that date
Miller was using a team of horses % pull a drag and to haul
patching nate41a1 He was soon s ied with a Ford truck uo
enable. him to get over his terri peedier and oftener.

Jack Flynn was the foreman at Warren Creek, During
the winter months this crew neadquartered at Farri gton's
near Leevining.

Hot Creelt had three foremen during its short history,
A. Bowman, S. Merrill and Frank Butler, all acting as boss
before the station was dismantled and moved to Crestview in
L9232

Carl Cleland became loremal at Bishop in 1930 with
the elevation of Dwight Worzcott to the position of superinten-
dent., Carl had had plenty of construction experience but was

actually working for Shop 9 when he transferred over to
maintenance.

Alvin Theobold wacs +the foreman at Lone Pine before
(= Y

his assig ;ment to Onyx on the FWalker Pass route. Ed Powers
preceded Alvin at Onyx and moved over 1o Mo jave when Theobold
arrived.

E4d Monroe was the foreman at Mojave and hed George
Hzrbey and Milton Straddlas leadingmen.

Up Inyokern way

a mestsad Station Foreman John
Calloway maintained the highwa]

- meinly by dragging the surface.

At Olancha Foremezn A. C. George was using a *truck
pulling = railroad rim drag tc take care of the road.

=]
Henry Richards was the foreman operating in the Big
Pine and Deep Springs are=z He usually worked alon mostly

s
because of his personal natiere.

Other names prominent then as well as later on in
District IX were Custer Deyo, mnotorgrader operator and later
foreman; Herman Holt, sguipment operator 1n the Bridgeport
area; Emil Penrose who built several maintenance Pacilities
and later rose to a su perintendent in Los Angeles area;
E. Green and Mike Silva who each were foremen for a time at
TLeevining; M. Beaty, tracsor operator at Onyx, who became -
fopremen at Homestead later; George Lawman who carried the
rzputation as the best oil mix finisher in the ‘District with
a motorgrager for meny ye&ars 2nd E. Flaxa who eventually
became the foremszn at Benton Stati

(D
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STATISTICS

The only particular reason that the year 1930 pro-
Juced much construction activity was the fact that several
contracts started in 1929 were carried over the winter and
were completed in 1930.

There were only two contracts awarded for projects
in the eastern Sierra region in 1939 but these were two
mizhty important contracts. One in the extreme northerly end
of the District and one in the very southern end had certain
similarities to them.

In Mono County a contract was awarded to Kennedy-
Bayles Construction Company for grading from Sonora Junction
to 4 miles south of Coleville. This contract of 12.94 miles
was primarily through the Test Falker River Canyon and com-
pleted by contract what had been originelly built and then
midened by day labor forces. For this grading work the
contractor received $176,391. Sam Risley was the residen¥g
engineer assisted solely by Paul Evans. The actual work was
finally completed on April 11, 1931.

Similarly in eastern Xern County a road early built
through an historic canyon was rebuilt to better standards
and oil rock surfaced under a-contract let in January 1930
to George Herz & Co. This was a 15 mile project all in the
Mo jave Desert from Cinco to 7 miles north of Ricardo and
included the re—-grading through thet amazing geological
formation known as Red Rock Canyon. Falter Mathews was the
resident engineer and at wvarious times he had R. J. Clark, the
Ostrander brothers, William Kaill, Cliff LaFountaine, Tom
Evans, James Abrams and Paul Evans as assistants. It was a
rare job in District IX in these days that did not have Paul
Fvans on it at some time during its life.

This Cinco to 7 miles north of Ricardo project was
the completing link in providing =a reconstructed and surfaced
road from Bishop southward to Mojave. It took Mr. Somner
just seven and one half years to bring about this objective amd
to fulfill the destiny with which he was charged upon his
arrival in Bishop to head District IX in the fall of 1923.

Because of %the heavy construction work underway,
traffic was still inconvenienced but because of the populace
at large being able to see what the end result was going too
be there was no wholesale dissatisfaction with touring con-
ditions. The Inyo Register of May 15 discussed this situation
in its columns: "Contractors are busy on changes in the ‘
highway south of Owens Valley and in consequence much of the
way is subject to detours or to going not as smooth as the
finished work. The beginnings of changes of routing are seem
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-in Red Rock Canyon where the roadbed will be several feet
higher than the floor which has been so often swept by floods.
Some distance has been saved by changes at Little Lake where
the highway now keeps to the east of the railroad track and
avoids a westward swing across a dry lake. In another season
with the improved alignment and oiled surface the route should
be such to satisfy the most exacting.”

Construction had by 1930 shrunken the actual number
of miles of highway in District IX. Relocations and line.
changes had by now reduced the mileage of State highways to
432. Maintenance forces under District Maintenance Engineer
Pres Fite expended the sum of $294,995.96 for the current year
on meintenance activities. As of July 1, 1930 Dwight Wonacott
at Bishop was directing field forces as the District!s first
Maintenance Superintendent. There were 12 meintenance foremen
and some 85 laborers, truck drivers, grader operators and
other miscellaneous personnel on the payroll,

Snow removal operations consisted primarily of opening
up the various passes jn the spring of the year. The amount
spent for each pass was 1isted for the first time in the spring

of 1930z

Route 23 - includes Sherwin, Deadman

and Conway Sunmits $2,623.64
Sonora Pass 250456
Tioga Pass 1,091.68
Westgard Pass 94.00
Walker Pass L2341

The 432 miles of District IX were classified by
surface types in the following menners:

Portland Cement Concrete 8.1 miles
Asphalt concrete 0.0 miles
Bituminous macadan 10.3 miles
0il mixtures 134.5 miles
Rock surfaced 6.4 miles
Earth 272.1 miles
Bridges 0.2 miles

Total 431.h miles

0f these 431.6 miles of road there exists another
category or breakdown which, while it does not affect the
quality or gquantity of the maintenznce, is often separated
for other reasons and that is the mileage of State highways
that is within the boundaries of national forests and which
is called the Forest Highway System. In District IX this
mileage totals 156.% miles and i5 made up of the following
State highways:

_..—-—-__———-————-'



Route 13 Sonora Pass 15.0 miles
Route 23 Inyo County line

to Whisky Creek 10.90 miles
Route 23 McGee Creek to

Mono Lake 46,0 miles

Route 23 Bridgeport to
Alpine County line 454 miles

Route 40 Tiagz Pass 12.5 miles
Route 63 Big Pine to Deep

Springs Ranch 27.9 miles

Total 156.3 miles

The maintenance crew was spending considerable time,
money and effort in attempting %o provide a good two way road
over Westgard Pass. For yesars the narrow canyon hed provided
the traveler with a problem where thes road and the creek vie
#ith each other for the right to pass. This time the mazinte-
nance forces were able to get enough width not only for the
creek but for a two way road. It thus became possible for
the first time for two cars to pass in this canyon but not
without the drivers paying strict attention to their driving.

+

Tioga Pass was freed from its winter blanket of snow
on June 21 thus permitting tourist traffic to enter and leave
Yosemite Vaelley by way of the high country. The opening of
this pass meant much to the resort owmners, motel, service
stations and restaurant operators in the Leevining, Mono Lake
area and was the reason for the celebrating and merry making
which annually accompanied the announcement that Tioga was
open again. This year both a barbecue and a trout fry were
featured events.

On the political scene much to do was still being
made over efforts to get the Bishop to Jon+gom°ry Paos road
into the State system as well as t5 include =z little orphan
piece of Mono Couniy road from Oasis to the Nevada St;ue iine
into the system as a part of Route 63,

This was slso the gubernatorial election jear whic
resulted in the elsction of James Rolph Jr., M¥ayor of San
Francisco, and the unseating of Governor C. C. Toung.

Frank Somner really had his hands full of work to do
and records show that he averaged about 300 miles of travel
per month in fulfilling his official duties, most of which
involved the inspection of work underway and plans for new
work. He was present in Los Angeles at State Chamber of
Commerce meetings involving highway work and present at local
affairs. An article in th local paper tells thus about his

speech making qualities: Highway Division Engineer Somner
told the Rotary Club many interesting things about the work
in which he is engaged at the club luncheon last Friday. One
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of the most striking facts noted was his statement that during
the period ending with 1936 expenditures on this District's
highways will total from 15 to 18 million dollars. Future
work will include a first class highway from Sherwin Hill to
Bridgeport and a relocation between Bishop and Big Pine.”

Peak staff personnzl occurred in June of 1930 at
48 people. There was no sharp dropping off of personnel
2lthough by the end of the year there remained but 38 on the
staff payroll. During the year few were added %o the staffl
on other than a temporary basis.

F. . Strock, the Right of Way Agent, transferred
himself to District III. His successcr was no stranger to
this area and in fact was once before vitally interested in
the right of way problems of this area. ¢« J. B. Woodson,
formerly District Engineer at Fresno, loved this area so well
that when the opportunity came for him to return here he
wasted no time in accepting it. Because of his early and
intimate knowledge of this area and its inhabitants he proved
himself to be an able assistant to Frank Somner.

Because of the tapering off of work in the eastern
Sierra region many capable engineers were being transferred
to other districts. James Abrams transferred to District V
2t San Luis Obispo at the end of the year. Merle A. Fwing
transferred to District X, then 2t Sacramento. Victor BE.
Dearson found himself a new home in September at San Luils
Obispo in District V. Draftsman W. F. Skrocki and field
inspector Cliff LaFountaine were transferred to District VII
in Los Angeles. TFour employees resigned outright while four
others were laid off because of lack of work.

Nate McCorkle, a draftsmen in the District beginniig
in September 1928 went on vacation at Christmas time and just
failed to ever return to work. DNate eventually worked his
way up into a responsible position in the survey and plans
department at Sacramento so apparently his District IX
experience did not cast = blight on his career.

Ben Gallagher after serving admirably as resident
ineer on the two large grading and paving projects from the

eng
Kern County line to Coso Juncition was appointed to be the
Maintenance Superintendent in charge of all of the southern

end of $he District. Expanding maintenance problems and
personnel made it imperative that the load be shared. Dwight
Wonacott at Bishop was in charge of the northern section and
Ben was given the south. He made his headquarters at
Independence effective Septeaber 1, 1930.

The U.S. Secretary of Agriculture announced on May 29,

that expenditures approved for fopestry road projects included
e P —
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£95,000 for grading 2.7 miles and surfacing 1ll.1 miles from
Coleville in Mono County to the Nevada State line.

Work on the trans-Sierre hizhway from Lone Pine to
Porterville finally bogged down due to the extreme grades
and hard rock encountered. These doughty road builders
actually built a zig zag road up the mountain a measured
L.85 miles from Carroll Creek but were still 15 miles short
of the summit at the Tulare County line.

While not then or later a State highway, the road
from Stove Pipe Wells in Death Valley to famed Scotty's
Castle near the extreme north end of the valley is unique
and accounts of its construction in 1930 from the press are
interesting: "A crew of men and tractors are at work on the
building of a road to Death Valley Scotty's ranch in the
Grapevines connecting the Eichbaum road at Stove Pipe Wells.
This road will cut the present distance from Stove Pipe Vells
to Scotty's to 35 miles. The only route heretofor has been
via Beatty and Bonnie Clair, a distance of 85 miles. The
new road will follow the floor of Death Valley straight as
the crow flies and link the famous ranch with its $1,000,000
mznsion that has been eight years in the building directly
with the outsids world via Darwin and Lone Pine. Work is
being rushed to have the road open for tourist travel within
a2 short time. This new road will also open up some of the
mest interesting country in the northern part of Death Valley
including tas Ubehebe district with its gigantic crater and
rich copper deposits.

#“Mr, and Mrs. W. A. Crosby, Mr. and Mrs. E. M.
Chzmberlain, Mr. and Mrs. C. M. Chamberlain and sons Don and
Tiard and Don MacRostie made a trip over the new Death Valley
road Sunday, March 30, by Stove Pipe Tells Hotel and Scotty's
Castle. That new route is 38 miles long; their time over
it was one hour 40 minutes.®
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BISECP TO MOJAVE

The culmination of many years of promotiom, financing
and construction was reached in early 1931 with the completion
of State highway contract No. 29VC5 on road I¥-Xer-23-C,D from
Cinco to 7 miles north of Ricardc. This wae the "Gelden Spike™
project, the one job which finally united Bishop with Los
Angeles by & solid ribbon c¢f hard surfaced highway. The dreams
of the early promoters were at last fulfilled.

In 1910 the Inyo Good Road Club s ted its tub
thumping for just such an occasion. The Go cad Club no
longer had its indefatigable secretary W. Gillette Scott, and
it would seem on the face of things that it was too bad that
he could not be present at this crowning event. The Inyo Good
road Club no lonzer existed but the untiring Mr. Scott was
£i11 around. By now he was living in Lancaster and energet-
ically promoting the interests of a new organization pictur-
esquely entitled the Three Flags Highway. No lenger sectionally
interested as the El Camino Sierrz was, Mr. Scolt was now
involved in highways running the full width of the coast and
beyond; roads under the flags of Mexico, the United States and
of Cenade. Undcubtedly Mr. Scott was present at the finishing
link in the Bishop to Los Angeles highway.

1
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In fitting commemoraticn of the completicn of the
Bishop to Mojave rocad a gigantic celebration was plarned for
February 22 to be held in Red Rock Canyon. A committee con-
sisting of Disgtrict Engineer Frank Somner and B. T. Holeman
and G. W. Dow of the High Sierra Recreaticn Association met

with Budolph Hagen of Red Rock Canyon and worked out mutually
satisfactory arrangements for the celebration.

Mr. Hagen was the owner of the largest part of Red
Rock Canyon. Frank Scmner and the Hagen family had hed =
yunning feud for several years over the question of right of
way for the highway through the canyon. It is further evidence
of the status of Frank Pomner that he was finally able to
ocbtain the right of way, evsn theugh having to resort to
condemnation proceedings, and still be on such amiable terms
with the Hagens as to be able to negotiate with them for details
of a celebraticn.

It was Mr. Heogen's decgire te nake Red Rock Canyon a
memorial to his son Ricardo who died there and for whom the
way sztation and former post office were named. There was even
tz1lk of Red Rock Canyon being made intoc = national monument.

District Office Engineer E. K. Cuion waxed poetically
on one occasicn while writing about the portion of the project
through the canyon when he rrote: "The marvels of nature
through the fsmous Red Foclk Canyon are being, in part,

e —
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Tne dEQCrlpulCn of the Feblll“f 22, 1931 czlebration
iz he: 1 m 26th iscue of
the In of f paved highway
throug g 3 i from Los
Angeles through Cwens Vallcy and to the top of Sherwin Hill
was as greav a success as the mest sanguine could anticipate.
The few days preceding Sunday were said to have been as dis-
agreeable a5 any the degert had ever arienced. Dust and
heze gtill lingered in the =2ir enou tc conceal the mountzin
view from the highway and a2 chill wind accompenied most of the
travelers until they reached the canyon. In the great
amphitheatrs selected for tlhe cccasion much of the sandy
ground was still soft from recent rains; but sunshine from a
cloudless sky and withoul even 2 stir of breeze gave 2 perfect
day for a big picnic. Istimates that 2t least 2500 cerscns
were present and that there were from 800 to 1,000 cars in the
canyon are considered conservative. More than 600 cars wer
counted sometime before they gquiit coming and many were left
cut nearer the highway. The setiing of events was magnificent,
There the ageless carved wall of the canyon rises to a greater

ght than at any place alcng the main road, and in a long
curV_Lr‘f:, fc*‘mat...v)n 2 natural dDacigroun 2

asces & valley large
rge a crowd. Good

enough to accommodate severoal tine a
m Lancaster, Palmdzle
er il

music by the Antelope Valley band, f
and environs, cpened the program and ent
during its waiting.

O 1 u b
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crowd

"B, W. Holeman, President of the High Sierra Recreation

il e

Asscociation which sponscred the affair, introduced B. F. Johnson
as chairman. At this distarnce, without notes, we cannot zay

3 :

who ol the several speakers talked about what, beyond the fact
that the addresses were short and interesting, and each
pertinent to the occasion. The subjects included history,

gt witlh due tribute to the pioneers
on Engineer Somner's
he day was the
rs congratulations
that has been provided

‘-’!

cutlines of highway develo:
in their effort, and especi
success in this Districlt; th
199th anniversary of Washing

from other communities over *the fine road
for the eastern slepe of the Sierras; brief outlines of early
the work an

explorations in the vicinity;
Highway Commisszsion; the sumz thet =2
State with good roads, the assistzncs th Burton Frasher has
given in making the attraTticon known; and the picneer work of
. G. Scott and the Inyo Good Roazd Club.

o
d intentions of the
re being used tc provide the
e
aoc
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"Those who spoke besides the chairman included

F. B. Hitchings, editor of the South Antelope Valley Press,
of Palmdele; L. 8. Tudor, Secretary of the Lancaster Chamber
qf Commerce; J. 0. Hart, Supervisor of Kern County from Taft;
H. B. Brashear, Traffic Enginecer of Los Angeles Chamber of
Commerce; Carl E. McStay, Field Secretzry of the Autcmobile
Club of Southern Californiz; Cel. J. R. White, Sppervisor
Sequuoia National Park, with greetings from Park Direcior
1 o = . . . 5
Aorice M. Albright; John O. Botkin, Mayor of Tujunga; Earl
P: Kelly, Ch aivm an Svate Highway Ccmmission; Harry Hopkins,
Eighway Commissioner; and special representative of
Governor Rolph; A. S. Tibbetts, Cuting Editecr Loz Angeles
Lxpress. Gover“or W. B, Bzlzar of Neveada sent a telegram
regretting that u: terg prevented hig attending.™

W. Gillette Scott in his new role as front man for
the three nation's "Three Flags International Highuay
Acscciation™ was so successful in selling the idea to the
people of the Mojave desert area that a meeting was called
in Lancaster for the purpose of organizing to join with

& gl - ' : ; - o 3

other similar units in promoting the good of = great highway
running from Mexico tc Canada and lying east of the Sierras.
Twe directors elected toc the Asscciation from Bishoo were

Senactor Joe Riley and Karl P. Keough.

With the inauguration of Governor Rolph came also
2 new Highway Commission and a new Director of Public Torks,
Col., Walter Garrison replacing Bert Meek. Charles Purcell

was retalned as State Highway Engineer.

The State legislature added 804 miles of roads to
the State highway svstem with the signing of the Edwards-
Kline Bill. Assemblyman Kline represented Inyo-Mecno area in
the lower legislative house Included in t:eue S04 miles

were the Bishop to Nevada Suate line road via Laws and Benton
Station and the connecticn in southeastern lone County from
Oasics to the Nevada State line, Both of these roasds had been
advocated for State routeg for some time but perticularly so
had the Monitgomery Pass outlet from Bishop viz Benton Station.
The inclusicn of this rcad was the climax of long and anxious
campaigning. The Benton Station rocd, known as Route 76,
added 41.0 miles tc the State system while the Oasis exbension
ng Route 63.

Senator Joe Riley intreduced tills into the legisla-
ture covering the additicn of the Piute Pass, Lone Pine-
Porterville and Death Valley roads to the highway system. It
was reported though that this action was done with little
hope of doing more than keeping the subject alive in official

circless
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A Trans-8ierra rozd conference was held in
Bakersfield in January speonsored by the Sen Joaguin Valley
Tourist and Trevel fzsocisiion vhich meeting attracted a
score of Owens Valley men in the intersst of the Lone Pine—
Porterville recad. In July a2 picnic celebration was heléd at
Grouse Meadows on the western side of the Sierras teo érum
up interest in the Lone Pine-Porterville road. Locally it
was recorded that interest in the road on the =zastern slopes
appeared to have fallen lamentably, partly at least because
of the City of Los Angeleg teing somewhat ccecoler than luke-
warm toward the project.

As part of the reconstruciion and 1mprovement work
done on the Tioga grade uncder Division Engineer Somner's
direction, a bridge was built ftec carry traffic past what had
become known zs Dcdge Point. The grade following tae hill

face, makes a sharp curve at that place and the bridge in

the form of 2 sidehill viaduct replaced the curve. The nane
was given for a man who, after stopping his car at that spot,
threw it in gear wrongly and was killed as it tumbled over

the precipice tc come to rest as a shattered wreckage far
below. Widening of the whole grade to 24' from an' inadeguate
12' was in progress and necessitated much cutting back into
the hill., It would be much more satisfactory thereafter
especially to nervcus drivers.

xir
N

5 we engaged in widening the
th s

State force 2 a
o} lopes of the Conway Grade north of

narrow porticon on b
Mono Lake.

Summertime desert and high mountain cloudbursts
were particularly damaging to Stzte highwey facilitles during
August and September. Such meteorological phenomena occur
regularly each summer and early fall in the desert areas but
so wandering and irregular is their pattern that for years
much storms may do lititle c¢r no damage to man's transportatiion
facilities and then agein they can hit the highways with

centers some

distance away from the highways may sult in no water or

only a trickle reaching the highways' culverts, most of the

water having gone underground intoc the desert's sands. If
.‘
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devastating force. Cleoudbursts having their
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the cloudburst is near the highway a sclid sheset of water may
approach and cross the higlwey with little or no hope for the
sazfety of the unlucky motorist who may be itrapped in its path.

It is this unpredictability of a storm's water
pathway which makes the placement of culwverts o bridges no
more than pure guesswWork.

This August a cloudburst took out the retaining wall
. - o
of o fill at 2 point known as the Blue Slide on the Tioga
nced on the

Pass road. One of the worgk = gver experie
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desert hit the highway betwsen =z mouth of Red Rock Canyon
ané Mojave. Twenty miles of the Southern Pacific railroad in
this ares were reported under a fo

L sedan was conght by the fury o

and carried from the rcad

Both Montgomery Pasz and Westgar

Supervisor Charles Brown of Shoshone reported that

190 miles of road in his southeastern Inyo County district
were wasned out in the clcudburstes. In order to attend the
! o travel

Inyo County Board of Supervisor
south from Shoshone .
to Independence. Brown r
mostly underground Amarg
wide and 10' deep,

meeting he had
ver to Mojave and then north

o
that the usually mild and
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State highway construction in 1931 resolved itselfl
down to five major contracts with all of them being in the

Mono County area.

The Macco Construction Company was the contractor
for grading and bituminous treated rock surfacing from Yerby's
to Casa Diabloc Hot Springs. For this 12.32 mile contract
they were paid $260,246. Sam Risley was resident enginecer
zssisted by Joe Stanley, Pzul Evans, Ceorﬁd Ullom, A1l Simmons,
R., L. Moses, A. W. Carr, I de La Vaux and R. B. River.

From Casa Diable Hot Springs to Crestview, a distance
of 8.5 miles the grading and bituminous treated rock surfacing
was done by tihe Morrison-Knudson Cempany at a cost of $147,969.
The resident engineer wag L1 Briney and he had help from
Paul Evans, Art Root, Styles Soderstrand, E. W. Taylor,

E. D. Davis, D. C. Johnson, R. G. Cornell, G. ¥. Ogden,
A, W. Carr, I. de La Vaux, R. L. Moses, R. B. River and
H. H. Heeter.

The Robinson-Roberts Company picked off an extensive
greding project from Dressler's Corner, west of Bridgeport, past
Fales Hot Springs to Sonora Junction, a total of 14.22 miles
for which they received $140,674. Walter lathews was the
resident engineer assisted solely by the ever present Paul
Evans.

was contracted for
5,692. This work
1.5 and 1.2 miles
ig project without

ed exactly one month
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4 miles south of Coleville. This project was the one on
which the grading was done a year ago by the Kennedy-Bavles
Construction Company. This bituminous treated rock surfacing
cost the State £87,626., Charley Shultz and Walter Mathews
each had turns at being the resident engineer on this job.
Albert Lamb, F. N. (Bob) Roberts, Paul Evans, D. Bouch,

im. Kaill, Vim. Ven Dyck, Glenn Myers, Dean Bowers, &. B.
Robinson and Robt. Ostrander 2ll assisted at one time or
another and in one capacity or another.

As was customary the highway travelers reported rough
golng in their journeys between Bishop and Reno due to the
large amount of road construction, maintenance operations and
consequentt detours.

Because of the nature of the national eccnomy result-
ing from the depression days the work was definitely slacking
off, Then, too, the critical highway projects east of the
Sierras hed gradually been tazken care of and funds which had
been funneled into this arez were now being aimed at other and
more critical areas in the State.

Consequently the personnel developed in this area,
because of the concentrated construction program, were grad-
ually released. The more competent and experienced wers
transferred to other districts while the others had to fend
for themselves.

Rowley Clarke and Altert Clarke were transferred to
District VIII at San Bernardino as were Charley Mackey and
H, F. Meinke. C. T. Shulta transferred to District V at
San Luis Obispo.

E. K. Guion's personnel record card, under date of
June 13, 1931, carries a notation that he was dismissed by
tlhe State Civil Service Commission. It was no local secret
that Guion and Somner did not see eye tc eye on how the .
District should be run. Hazrold Hansen who had been operating
in the field as a resident engineer wes brought inte the
District Office to take over Guion's duties as District Office
Engineer,

By the end of 1931 the permanent staff payroll
recorded only 29 persons. The more prominent in the future
cffeirs of the District who joined hands with others of
District IX in 1931 were Finis N. (Bob) Roberts, Senicr
Engineering Field Aid, and Sabina Collins, Intermediate
Stenograzpher Clerk.,

During the fall of 1930 the employees of the State
of California had formed a united front to promote and sell
to the people of the State through the medium of the ballot

ve viarouga =
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a first class retirement program. This successful program
was spearheaded by Thomas H. Stanton, head of the Highway
Testing and Research Laboratory.

Realizing what benefits could be obtained by this
sglid and coordinated effort, the leaders in this retirement
egmpaign succeeded in forming a permanent State employees
orgenization. This organization came intc formal being in
the spring of 1931 with Tom Stanton being elected the first
State president cf C.S.E.A. (California State Employees
Association). The Stzte organization was composed of sub-
ckhapters located throughout the State as a whole.

In the grographical area covered by Highway District
IX, High Sierra Chapter No. 12 was organized in April of 1931
with 85 highway employees as charter members. Preston L. Fite
was elected as the first chanter president. R. L. Hildebrand
wasg the initial vice president with Almeda Kinney the
Secretary and H. Y, Horn the treasurer, It was not until
December that the official charter was granted.

This chapter held its first social event in a party
held at Keough's Hot Springs on June 6 and was reported to be
quite an affair. E. K. Guion as chairman of the entertain-

ment committee was hailed for his most successful efforts.

Another Governor of the State of California saw fit
to visit Inyo-Mono counties in the form and person of James
Rolph Jr. His official party for this October visit included
Col. Walter Garrison, Director of Public Works, E. Raymond Cato,
Chief of the California Highway Patrol and Russell Bevans,
Chief of the Bureau cf Motor Vehicles. Their official hosts
in Monc and Inyo Counties wecre George Delury and Senator Joe
Riley. Governor Rolph in a formal speech touched on many items
but the currently most important item covered was work employ-
ment tc combat and relieve the depressicn.

Arrangements azlong this line were firat in the hands
of Mayor D. E. Lutz of Bishop who was to receive application
for pick and shovel work on the highways. Fach laborer would
receive $4.00 for his day's work.

On top of the depression problems and anxieties the
winter of 1931-22 produced the greatest storm in many years.
A1l of Mono County was covered with snow. Conway Summit was
reported as having 12' of zncw.

Tre memory of man is short and in addition times do
change. Heavy snows had occurred in the vast in Mono County
but then it didn't occur %to the populace to attempt to move
from place to place. But rnow the horseless carriage had
changed all previous modes of operation. The people were not
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now stocking with fuel, fcod and other provisions in anticipa-
tion of a hibernating winter bul were depending upon the motor
ehicle to bring it to them. A few open winters had lulled
the population into a false sense of what the motor vehicle

could do for them.

As a consequence of hardship ‘encocuntereéd appeals were
made to Frank Somner for help. Having no snow removal eguip-
ment at hand there was nothing that he could personally do,

f=3

He did express himself as wholly in sympathy with the need for
meintaining Louie 23 from Bishop to Bridgeport as an open winter
road. He further went on record as saying that arrangements
could not be made for snow removal in time to do much goocd that

winter but that ii would %e done before next winter.

The people of Monoc County however wanted direct action
and direct and immediate action was taken by direct appeal to
Senator Joe Riley with the mandate that he coentact Governor
Rolph for the purpose of getting an order, and equipment for
immediate snow removal operaticns. The faith of the Monoites
was not misplaced for Senator Joe secured assurance fronm
Sunny Jim Rolph that prompt steps would be taken to open the
Bishop to Bridgeport highway. Senator Joe was then reported
as battling it out with the Highway Department at Sacramento
to get the actual snow plow seant to Mono County as he was con-
vinced that snow could nol be removed by promises but by
machinery.

On February 19 a snow plow actually arrived in the
snow bound area. This plow was a rotary bucket plow and was
immediately put into cperation by the Mainterance Department,.
Lacking any organized maintenance stations the heazdquarters
of this snow crew were right with the plow itself. This made
for rugged personnel ag housing was of necessity in tents.

The coolk wagon, presided over by George Finchum, followed
right along behind the plow. ne crews worked on a salary
plus board and lodging rsate. rented building at McGee Crsek
and temporary shelter at Crestview Lodge made the rigors of
snow removal not so extre when the crews were within hailing
distance of these two are
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The heavy use of dog sleds in solving local trans-
orvation problems also added additional effort to the snow
enoval difficulties beczuse of the packing effect of the sleds
n th i
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Since snow removal, except for spring opening of the
high passes, was 2 novel operation the highway forces were
"assisted" by a considerable number of the local populaticn in
efforts to speed up the opening of the highway.

In this connection the March 31st issue of the
Bridgeport Chronicle Union_EiEF;h;sﬂto say about the snow



helpers: ®Togethsr with employees of the State Highway Depart-
ment - quite a number of our local people are busy this week
assisting in the work of opening the State highway over Conway
summit. It is expected thet this road will be opened for
travel in the course of a few days. We are informed that guite
a number of the citizens of Mono Basin are donating their time
and labor in this work. More power to their 'arms?! in such

needed enterprise.”

In due time the hizhway was opened by the help of the
highway, the public and the sun and traffic again resumed its
normal problemns.

Another innovation in the highway affairs east of the

high mountasins was the decision to place traffic stripe

down the center of the pavement., Previous to this time only
small areas had had any striping done for the very good reason
thet very little continuous length pavement was available

for the placement of the stripe. With the closing of the gap

at Red Rock Canyon a continuous ribbon of asphalt pavement was
available and a contract for $1,042 was awarded to B. G. Carroll
of San Diego to place a 4 incih wide solid traffic stripe over
the full distance of 190 miles from Mojave in the south to the
Mono County line.
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A contrzet was awarded to Carl Ingalls, Inc. for the
construction of a three span reinforced concrete bridge over
the West Walker River just north of Sonora Junciion. The com-
pleted cost of this structure was $15,333.

George Herz & Co. was awarded a construction contract
for surfacing the 14.22 mile stretch only just graded by the
Robinson Roberts & Co, This bituminous treated rock surfacing
cost the Stzte $135,901{ Walter Hathews was also the resident
engineer on the surfacing aided and abeited by Paul Evans,

Al Lamb, E. W. Taylor, W. W, Russell, &. H. Heetor, R. B. River,
J. J. Vance, ¥. B. Chidester and Paul Harris.

Upon the promOuvonal scene, that inveterate exponent

of good highways, W. Gillette Scott, saw another of his enter-
prises gain perms=nent atatu,. On May 6, 1932 in Reno, Nevada,
the Three Flags Highway Associstion, which was the brain child
of Mr. Scott, became a complete reality. Scott headed the
delegation from Lancaster. G. W. Dow of Lone Pine was elected
president of this new highway booster club. B. W. Holema“,

G. Crawford and D. E. Lutz represented Bishop. A board of
directors representing each of the states along the route was
elected and the Three Flags Highway Association was in business,

On May 31, 1932 Frank Somner picked up his hat and
left his office for the last time. At the age of 68 years
9 months and 21 days Frank completed the decision that he had
been pondering within himself to retire. Although not yet 2t
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the compulsory retirement age of 7C Frank felt that his work
was done and that he should turn ths work over to a younger
man., JFrank was tired but not worn out and the future years
werz to give this huge men the rest he deserved.

Upon his retirement af
Engineer for the Division of Hi
fCalifornia Highways and Public Vo

alf to the career of Franlr Somner., The Inyo Register took

the liberty of printing exerpts from it plus some added comments
of its own: ®"Mr. Somner was born August 10, 1363 in Dunedin,
New Zealand and was educated in Levuka, in the Figi Islands
and in the University of Cazlifornia. He started his professional
career as County Surveyor of Plumas County in 1884; in 1886
he became Assistant Topographer of U.S, Geological Survey and
in 1887 entered the employ of the Southern Pacific for which
he was Location Engineer and later he was Road Master in charge
of tracks and bridge building in the Red Bluff division. 1In
1903 he became an engineer for the Diamond Matech Co.

er 20 years as District
hways its official publication
rks" devoted a page and a

"He entered the State’s employ when highway work was
first started and in 1912 was appointed District Engineer of
District I with headquarters at Willets. That district com -
prises the coast counties from Mendocino north to the Oregon
line. It was piloneer road building through heavy vegetation
and travel from headquarters to the northern part of the district
hed to be by boat, He laid out and built the noted Redwood
Highway with the State's first power shovel for highway work
and he also built a sawmill for needed lumber. Eek . River was
bridged with 2 double timber arch bridge 155' long over a 160!
chasm, the bridge being framed on the sides of the canyon and.
swung into place by cables, blocks and tackle. The first sec-
tion of road built by convict labor was in the same district.
Nine bridges 150" to 300! long were part of the difficult under
taking. Mr. Somner was transferred to Division IX in October
A2 o It was reported that his transfer to this territory was
considered something of a banishment, because of political
reasons not according with the wishes of the then ruling powers.
That may or may not be true; but it was a lucky break for this
district. Reports from people along the Redwood highway show
the esteem in which he was held there, and that appreciation
has been repeated to the utmost in his career on this Bierra
slope. He has developed one &f the State's important highways,
to a high deg“ e of walue and in hig retirement he carries the

best wishes of very many frisnds, throughout the district to

which he became sincerely attached

With the passing from the high way scene of Francis G.
Somner.came the end of another milesione in the highway story.
During! Mr. Somnert!s eight and one half years period as District
Engineer he had accomplished the elimination of the highway
Inyo and Mono Counties by building the road to the

RS

isolation of
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south. Extensive modernization of Route 23 in Mono County

had been accomplished and only minor gaps remained to be
completed and Somner had already laid the groundwork for their
completion. Truly the work for which destiny sent Frank

S omner to Bishop was accomplished and his place among the
pioneer roadbuilders of California is safe and secure., One
fact stands out as certain, Frank Somner ic firmly enshrined
in the hearts of those who lnew and worked with him in this
land of sage and sand, snow and high country.

o]

d

Upon the occasion of his retirement his many friends
and employees tendered him a farewell banquet in his honor.
In his retirement speech Frank Somner explained why it was
that he retired at the early age of 638, He advised the
assembled crowd that he was ashamed to retire so young but
that the doctor told him thaat his heart was not able to take
the load and that his liver was in terrible condition. He
admitted that he had only one kidney left and that one was
bad. But that outside of that and the fact that he had
stomech ulcers and catarzcts on both eyes there was nothing
particulary wrong with hiam.

And here, logically, is the end of the second act in.
the moving and dramztic story of the roads and the peoples who
use and build them in this land beyond thzs mountains.
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BQOK THREE

J. W. VICKREY

As of June 1, 1932 the responsibilitiss and cares of
the highways and of the personnel of District IX were placed
squarely in the hands of John Wilbur Vickrey. There must have
been some satisfaction to Frank Somner in this appointment as
Vick had gained much of his highway knowledge from Somner in

the Redwood Highway region.

Vickrey's engineering experisnce had started with
Los Angeles County and progressed through work with the
Southern Pacific Railroad prior to his work with the California
Division of Highways. His most immedizte past assignment had
been as District Maintenance Engineer in District ITI, then
located at Sacramento.

Mr. Vickrey must have made a very favorable impression
upon his first arrival at Bishop as witnessed by the fact that
the local press gave him a grand welcome and publicly wrote
that District IX anticipated as satisfactory acquaintance and
relationship with him as with his predecessor.

The new District Engineer took over his duties at a
gencerally unenviable period. With the main line highway in
the final state of construction, the outlook for new con-—
struction or problems of location to match the ensrgy and
vitality of the new engineer was very bleak indeed. With the
depression on and a2 make work program in effect the wvery core
of an engineer's soul, if there be such, was rebuked at the
necessarily inefficient operation and lack of real accomplish-—
ment by such work.

Under such trying conditions it was not to be wondered
at that Vickrey did not respond to the feeling of the high
country. If man's work is not all consuming it is difficult
for him to accept his surroundings. It was generally believed
that Vickrey did not really learn to love the desert and the
mountains because the work load did not challenge his unbounded
vision and energy.

As of July 1, 1932 District IX had a total of 436.8
recorded miles of highway under its care and protection. Of
this mileage 330,90 miles wers primary highway and 156.8 miles
came under the secondary hizhway classification., Superinten-
dent Ben Gallagher at Independence had 279 miles for mainte-

nance while Superintendent Dwight Tonacott at Bishop took care
of 208 miles.

Two major contracts wers started in late 1932, both
of which were for short connecting links of completed hizhways
in Mono County. —_—
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The 0ilfieclds Trucking Company of Bakersfield made
theilr debut in censtruction work in District IX by contract-
ing to grade 2.2%5 miles from the mouth of the West Walker
Canyon to point two miles south of Coleville. This project

a
cost ths sum of {176,391, The resident engineer on this
project was L, W. Taylor who was assisted by E. D. Davis and
Paul Harris.

The last contract let in 1932 was for portions
totaling 4.27 miles between Whisky Creek and Convict Creek,
This grading and bituminous treated rock surfacing contract
cost $53,592 and was contracted to the Southwest Paving
Company.

W. S. (Bill) Dolliver finally escaped from his
previously alwmost exclusive surveying and drafting room
assignments to be the resident engineer on this project. As
a stants he had Blair Geddes, E. D. Davis, E. W. Taylor,
Paul Evans, Al Lamb, George Ullom, Kenneth Peirce, Lloyd
Bradley, W. W. Russell, J. J. Vance, Dean Bowers and
F. N. Roberts.

Tioga Pass was opened to traffic this year consid-
ecrably later than usual due to the extremely heavy snow pack
laid down by the winters storms. June 30 was the date and
because of the lateness of the season and because of
depression conditions the usual celebration and free barbecue

were passed over by the citizens of Leevining.

¥ith the memory of last winter's unusually heavy
snowfall and the attendant hardships due to the roads being
closed, the citizens of Mono Couniy took early steps to see
that equipment and manpower were available to combat the
elements that defied man's efforts to keep arn open road.
A citizens meeting at the county seat at Bridgeport resulted
in the formation of the Mono County Business Men's Assoclation ,
for the express purpose of pointing out the necessity of a
permanent, full time, snow removal program. Acting on the
urging of this Association the Mono County Board of Supervisors
passed a resolution embracing a three point highway program:
(1) That highway construction be completed with as little
detriment to travel as possible; (2) That construction now
underway be speedily completed and particularly that a con-
tract be let for new construction between Crestview and

Deadman so that it will not cause a break in next year's

travel, and; (3) That every effort be made to maintain an
open highway throughout the winter.

Whether this action h
energizing the snow removal Dr
facts remain though that addit

=

was assigned tc this arez and

tal

ogram or not is debatable. The
nzl snow removal equipment

E gh the road was closed
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at timeg during the ensuing winter, it was opened again
speedily. This s Co 8 not as gevere as
the previous winter P District IX snow
fighters in their B v OPERn

Contrariwise the winter in northern Inyo County was
something for the boeck. The snow gtorm in mid-January 1933
was by claim ¢f the oldest inhabitants the daddy of 2ll storms.
The snow that will become historic laid down 56 inches in
Bishop. The water content of these 56 inches of snow amounted
to 4.82 inches of water - nearly as nmuch 25 a2 normal complete
year's precipitation.

In September Mr. Vickrey had as his guest at the
Bishop Rotary Club meeting State Highway Commissioner Harry
Hopkins. Because of the interest in highway matters this
meeting was held on a2 Fridasy svering co that 211 people inter-

sted might attend. He g~w¢ an interesting review on highway

probklems, guoted statistics on werk done and predicted what
was yet to be done. He peointed out that Inye and Mono Counti
had been well trested in receiving an allotment of $230,000
of federal relief money their road improvements while some
much larger counties were tc receive none at all, Senator

Joe Riley came in for specizl conmendetion frem Hopkins
because of his cconstant achtivity fcr the interest of his
district,

{ul
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-
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Two weeks later Geovernor Rolph made his second
appearance in person to the Owens Valley and the Mono Mountain
Pig trip was spparently in ithe interest of highway reliefl

projecis.

H

While there was ccnciderable talk about the extra
ederal relief funds aznd tihe projects upon which these funds
were to be expended, the red tape which seemed to surround
such programs was so much that it wasn't until 1933 that this
program swung inte actual operaticn There were, however,

136 men employed on half time or direct make-work labor
crojects on the highway during the winter of 1932-23 for which
work the sum of £71,000 was expended.

The first of these projects was a grading and bitum-
incus treated selected mcterinl nroject covering €.12 miles
from Keough Hot Springs tc EBishop. The final cost of this
project was $79,6€2 and the contracior was Hemstreet and Bell
from Marysville. These relief projects specified a consider-
2ble amount of hend labor and restricted laber crews tc 30
hours per week, thus allowing several crews to work on the

project,

W. 8. (Bill) Dolliver was resident engineer on the
job and he had so many asoicztants 1t nearly looked as if the
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engineers were on relief work alsc. Art Root, Blair Geddes,
E. D. Pavis, E. W. Tayler, Paul Evans, AL Lamb, CGeorge Ullom,
Kenneth Peirce, D. Bouclh, ¥. V. Pursell, Lloyd Bradley,

J. J. Vance, Dean Bowers and F. M. Bentcn zppeared on the
State payrolls of this project.

The second of these relief projecis to get underway
was the regrading snd recurfocing of the highway northerly
from Bishop to the Rounéd Valley Road, a distance of 7.0 miles.
This project was on the same general alignment as the 1921
job done by Greer. This time Basich Brothers undertcok to
nodernize and widen the rcadbed and to place a selected
material, ciled surfacing fcr which they were paid the sum

I
$57,247.

Al Priney was the resident engineer and except for
Al Simmons 25 asgssictant he utilized the sazme engineering
personnel as, were assigned to the adjoining Hemstreet aznd

Bell contract.

The State legislature convened again in the early
months of 1933 and this time the marble hzlls in Sscramento
were really tingling with highway matters. It was, of course
an economy minded legislature but rcads and highways had to
bte kept moving tc bolster the exonomy and their upkeep was a
problem. It wze early ordained that the State highway systen
was to be enlarged and every county of the State was anxious
to transfer some of its rcads to the State ezxpecially so as

to relieve the counties of the burden of maintenance and
upkeep.

At the conclusicn of this session the legislature
tock into the State highway system some 6800 miles of county
roads and designﬂted them all as secondary Stzte highways.

By this acticn the mileage of secondary State highways was
mere neerly equalized between the northern and southern
groups of counties. Legislaticn also prowvided that all funds
budgeted for construction and improvement were to be allocated
equally between the primary and secondary road systems. The
half aspporticned to work on primary roads was divided in the
ratio of primary mileage in the feorty-five northern ccounties
te the primary mileage in the thirteen southern counties.

Unfortunately while the legislature added approxi-
mately 6800 miles of roads to the State system, no new funds
were provided for their upkeep. In fact the highways!
problem was nade ever difficult by legislating that an amount
equal to 1/4 cent of the State's share of the three cent
gasoline tax was to be apporticned to incorporated citiceg,
inn proportion to their popuTatﬂon, fo¢ construction and
maintenance of State highway routes through the cities.

/_______,..———-
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The administration of these 1/4f¢ funds was delegated to the
Division of MHighweyse. By this method the smaller cities
were given the advantage of the Division of Highways' crgan-
izaticn and experience vb* h also tended to see that
improvements were kept to uniforaz standards.

Thig caused the creaticn of a new department in the
Headquarters Office atl Sacramentc ilnasmuch as the Division
o? Highways was charged with the responsibilities in admin-

stering this 1/4f fund. Yr., L. V. Campbell was appointad
Erﬂlneer of Cities and Coopesrative Projects. Richard H,.
Wilson, feormerly District O0ffice Engineer, was appointed as
Campbell's successor. Having only one incorporated city
within the linitg of District IX, Bishop, there was no major
change in anj department in the District:0ffice. The officizal
population of Bishop zas of 1930 was 1149:

The State legislature alse saw fit to 1ift the
restriction stipulating thet the State's share of the 1923
gasoline tax could not be used for new construction and
provided that all funds accruing to the State for highway
purposes be placed in 2 cinzle fund. Provision was made
that allocations to construction, reconstruction and mainte-
nance be left in the hands of the California Highway Commission
in the adoption of biennial budgets, with the regtriction
thet an amount equul to not more than the revenue from cne
cent tax per gellen of gasoline be budgeted for maintenance
and that administration charges should not exceed two percent

of the revenuec.

Because of the additional mileage three clanges in
the District setup of the Division of Highways were made.
DPistrict III was moved to Marysville from Sacrzmenio and
District X!'e hesdquarierz wsre moved from Sacramento to

Stockton for more central locations. A new district designated
as District XI was established at San Diego with its territory
carved out of areas formerly administered by the Los Angeles
and Szn Berpardino Districts.

Besides the new roads added tc the District, District
IX also now took over Route 23 from the Los Angeles County
line to Mojave.

The new secondary roads and their mileages whic
were added to District IX in August of 1933 were:
Route 40 Route 23 to Route 7% at Benton Station 46.€0 miles
Route 76 Lake Sabrina to Bishop 17.25 miles
Route €5 Necar Coleville tec Nevada State line 14.50C miles
Route 96 Bridgeport to Nevada State line 13.25 nmiles
Route 111 June Lake Loop - 16.2C miles

‘,f'—"fﬂr_—
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Route 112 Haamoth Lales to Route 23 9.00 miles
Route 127 Tulare County lirne to
San Bernardinc County line 162,00 miles
Route 128 Death Valley Junciion to
Nevada State line 727 miles
Route 145 Sen Bernardino County line to Route 23 35.27 miles
Total 321.2C miles
This total of 321.2 miles added to the prcvlous
486.8 miles of maintained highways plus the 16.7 miles of
Kern-23-A now gave the district a tctal of 82L.f miles of
State highways under maintenance. In zddition to this

mileage there were 15 miles of the Carrcll Creek te Tulare
County line highwzy on Route 127 and the 9.4 miles of Route 23
toward Alpine County from Cecleville which were not constructed

making a grand totzl of 84{%.1 miles under the protection of
District IX.

As might have bheen expected Mr. Vickrey's tenure of
office in Bishop was not for long. Since his official title
consictently carried the appendage (Acting) it probably
should have been deduced that Mr. Vickrey was present in
Fishcp Tor training purposes only. That this was so became
a fact with the znnouncement that effective September 1, 1933
Vickrey was appointed tc be District Engineer of District I
a2t Fureka. Neither was Vick to spend any length of time in
Eureka. In due course he was transferred to Headgquarters
Office as head of the newly formed Safety Department;
eventually headed Highway Traffic; and then was promoted toc be
the Asgistant State Highway Zngineer in charge of Advance
Plenning, Traffic, Design and Highway Planning Surveys.

Here was a short but highly significant era in the
progress of District IX and brings to an end another milestone
in the passing parade of the highway story.



L to R -J. Wagnon, D.Miles, S.W. Lowden,
R.H. Stalnaker, Ned Bssseft. April 19/2.

S.W Lowden - Lacaf/bn Route 99 | L
Siskiyou Co. July 1913 - S.W.Lowden Oct 1960
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BCOK FOUR

S. W, LOWDEN

With the departure of J. W. Vickrey for the coastal
fog of Eureka it was announced in the local press that
J. B. Woodson had been appointed Acting District Ergineer.
Toodson had for some time been in charge of the District Right
of Way Department. Having been District Engineer at Fresno his
aprointment as Acting District Engineer at Bishop was hailed as
zood news by the local highway enthusiasts. The next issue of
the paper brought forth a retraction and a regret that
Mr. Woodson would not be ths new District Engineer. The reason
given was that Mr., Vcodson did not have the proper civil
service standing.

Mr. Woodson had won for himself a warm spot in the
hearts of the folks of Inyo-Mono and the majority of them
wanted him to have this top highway position. LUMr. Toodscn was,
however, transferred to the San Francisco area and given greater
responsibilities in their Right of Way organization. 1In report—
ing this transfer the Inyo Register had this to say: "Mr. and
Mrs. J. B, Woocdson leave today for San Francisco toc which point
Mr. Woodson has been transferred from the Highway Division
Office here. Doubtless there are reasons why the State moves
its men around so that almost a&s soon as one has become well
acquainted in a locality he gets orders to pick up and go scme-
where else. However such reasons are not strongly apparent.
Like the other highway folks who have been thus shuffled away
from here their departure is regretted.®

On September &, 1933 there walked a man into the front
door of the Bishop Highway Office, not tall, not short, rather
lean and with & hungry loolk. For sicze, physically, his
predecessors had it all over him. But for energy, compatibility,
foresightedness and resourcefulness his equal would be somewhat
difficult to locate. TFor the next 17 years and one month
Spencer W. Lowden was to hold the wheel of District IX with a
firm end steady grip. Not flamboyant and certainly no show off
it cannot be said that he blazed his way over the highway
firmament but rather he should be compared to a steady burning
light. His rock bound dependability and his extreme devotion
to his job resulted in the steady increase in the guality of

he roads in his charge until at the end of his tenure zt
Bishop the excellent system of State highways stood 23 a monument
to his ability.

Just where, or how, or under what circumstances
Mr. C. H. Purcell, State Highway Engineer, reached intoc the
berrel and pulled out Spence to. be Acting District Engineer at
Bishop is a question probably never to be satisfactorily answered.
-



Spence did not hold z civil service rating eccmparzble to that
of Somner or Vickrey, his name was not on a civil service list
and yet Mr., Purcell saw something in the very backwoods, count ry

District Maintenance Engineer at Redding which told him thst
Spence would be a success a2t Bishop.

Spencer came to Bishop as Acting District Engineer at
his same salary and with his same Senior Highway Engineer rating.
Spence undoubtedly never asked for the job and jet it was
characteristic of him te accepi the more responsitble job away
from his family ties and in a new country, entirely Wlthout ask
ing for a raise or guestioning the move., This devotion %c his
life’s work is probebly one of the dominating qualities of his

Statistically Spencer W. Lowden was born on April 27,
1888, at Lcowden's Ranch on the Trinity River. Spence attended
St. Mary's College in Oakland and received his technical educaticn
at Vander Naillen School of Engineering also in Oakland, grad-
vating in 1910, Just befcre his 24/th birthday he joined hands
with the fledgling highway organication. His name first graced
the District II payroll on April 3, 1912 as a rodman under Chief
of Party Russ Stalnaker. He progressed up the scale with
District II until November 12, 1928 at which time he tock a
vear's leave of absence. He came back to work with District V
at San Luis Obispo on November 12, 1929 but only stayed there
until Jenuary 31, 1930 at which time he returned to Redding at
the request of District F;-ineer H. S. Comly.

When Spencer took control, and it was also character-
stic of him that he really took control, there were 824.7
miles of State highways in District IX., The main line from the
Loz Lrgeles County Line to Coleville was in good condition.
Where roads were not completely reconstructed plans were essen-—
tially complete for their reconstruction. Up to now every
single State highway ceontrazct in the District was for work om
this common 1life line of the area, Route 23, One major day
labor project had been authorized on the Walker Pass route.

Therefore, in the main it may be construed that the
main line in Disgtrict IX was well taken care of or would soon
be so. It was thus indeed fortunate for Spence's peace of
mind that of the 824.7 miles in the District 337.9 were new
secondary rou“ «ern by the 1933 legislature. Almost without
exception these new roads were dirt or grav